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-SANDUSKY 


MODEL ‘“‘C’’— 14-TON 
A pleased owner of a “SANDUSKY” truck. 


This truck has made regular deliveries daily, summer and winter. 
Covered 5,000 miles without one cent of expense for repairs. 


Our ac are built for this kind of service, therefore investigate 
them. 


“SERVICE” is our watchword. 
Write us today. No obligation on your part. 


SANDUSKY AUTO PARTS & MOTOR TRUCK CO. 


SANDUSKY, OHIO, U.S. A. 





THE TRAFFIC WORLD 


DIGEST OF DECISIONS 


Under the Interstate Commerce Act | 

Opinions of the Commission and the Courts | 
One thousand Traffic Men bought the book last month. Can YOU do without it? 
10,000 Points for the Traffic Man. Price, $8.00 Delivered. 


LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 























Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 





The foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of the several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 





Bein sys The demand for this book has been so extensive 
OURT DECISIONS that only a comparatively small number remain and in 
—= a few weeks copies can no longer be obtained. This 


Bi ™ represents the last opportunity to get one of these dur- | 
eae able volumes of the Digest of Federal and State Court | 
Pat ae Decisions, the Interstate Commerce Laws and the Laws | 


of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act qwickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 
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Announcement 


Service Department 
National Binding Machine Co. 
Head Office, 127 White St. 
New York 


Branches: 
Chicago, 539 Stock Exchange Bldg. 
Toronto, Canada, 80 George Street 
@ Many a good fibre or corrugated shipping case is ruined 
by inefficient sealing. 


@ A great many large shippers in substituting the paper 
container for wooden cases make the fatal mistake of try- 
ing to pack and seal these cases in the cheapest possible 
manner, thereby losing all of the benefit which they should 
naturally receive from the paper cases, and causing them- 
selves and the carriers needless expense. 


@ Jt is a well-recognized fact and a matter of record 
that a corrugated or fibre shipping case complying with the 
railroad classifications and sealed in the proper manner will 
carry to destination in better shape than the ordinary wooden 
case, and will reduce the claims for pilfering to a minimum. 


@ Don’t risk the enforcement of penalties by carriers. You 
will do this if you spoil good fibre and corrugated containers 
with bad sealing, like those which the freight house foremen 
testified could be unsealed with their fingers. Use OUR method, 
which caused the leading witness in this line to say that he could 
not pilfer this package, and had never seen its equal. 


@ We stand ready at all times to have one of our experts 
call upon you and set you right relative to the proper packing and 
sealing of your fibre shipping containers, so that they will carry 
safely under all ordinary conditions of handling. We will guaran- 
tee you a container which is absolutely pilfer-proof—one 
that cannot be opened, pilfered and resealed without leaving 
evidence of the fact. 


Write Our Service Department 


National Binding Machine Co. 


127 White St, New York 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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THE SEFTON 


CORRUGATED 
FIBRE BOARD 


SHIPPING CASE 


Is Successful 


Because it meets all ordinary 
traffic conditions by delivering | 
the goods to the consignee in | 
good condition. 


The shipper who has _ his 

Ps own best interests at heart 
does not adopt SEFTON cases without a reason. As 
a good business man he insists upon knowing how his 
merchandise carries. When rigid tests and careful 
investigation of his freight claims convinces him that 
his best interests will be conserved by using SEFTON 
cases, he makes a change and not before. 








It is the business of the Sefton Mfg. Co. to make prac- 
tical, efficient and durable shipping cases. Samples | 
and prices cheerfully furnished. 


THE SEFTON MANUFACTURING CO. 


1301 West 35th St., CHICAGO 


Factories at CHICAGO, ILL., ANDERSON, IND., BROOKLYN, N.Y. 
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The Wells-Fargo mar ,responds to a te ephone cali. 2. The motor truck carries the package to the station. 3. There it goes into a safety trunk 








Responsibility 
is the 
Keynote 
of 
Wells Fargo 
Service 


4. And the trunk into an express car. 


The package arrives at town of destination. 7. And is carried to’ the"address given. 8. Prompt arrival—thanks to Wells-Fargo. 


Wells Fargo & Company Express 


Carriers to All Parts of the World 
Despatch Efficiency Responsibility 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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THE NEW ENGLAND SITUATION. 

The results of the hearing at Boston for the last 
two weeks in the investigation into the rates and 
practices of carriers before Commissioner Prouty 
have been rather fully outlined, particularly as to 
New England, by counsel in their arguments be- 
fore the Commission in Washington. Some of the 
more essential parts of these arguments are repro- 
duced in the present issue. Perhaps the most sen- 
sational if also insignificant feature of the matter 
has been the repudiation of Mr. Brandeis by the in- 
terest that he was supposed to represent, but it 
seems that Mr. Brandeis has no larger claim upon 
the business interests of Massachusetts than he had 
control over the efficiency of the American railroads, 
at the time the latter, as well as Mr. Brandeis, came 
sO prominently into the public eye. 


MR. FYFE’S TESTIMONY. 


Those who heard the testimony of Chairman Fyfe 
of the Western Classification Committee at the re- 
cent hearing in the controversy between the wood- 
en and fiber box as a freight container, or who have 
taken the trouble to read it in the present issue of 
the Traffic World, will agree with the statement 
which was made in the issue of February 3 1912. 

In an editorial article in that issue it was said: 

“One of the most interesting features of the fight 
before- Interstate Commerce Commission’s Exam- 
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iner Brown in the hearing at Chicago on new West- 
ern Classification 51 during the week was Mr. Fyfe’s 
constant appeal for a good package, and in this he 
was occupying incontestably strong ground. In this 
matter it is not a lining up of shipper against car- 
rier. Looking at the question in a fair and impartial 
light, every shipper must see that it is really a case 
of shipper vs. shipper. Many shippers, judging from 
Mr. Fyfe’s admittedly unrivaled experience, seem 
to think that if they hear nothing from their imper- 
fect package, all is well and no harm has been done 
anybody, but this is far from the real condition.” ° 

Mr. Fyfe has not changed his ground in any ap- 
preciable measure, and it is certain that his knowl- 
edge is not less than it was a year ago. The only 
difference in the situation now is that everyone in- 
terested has had an opportunity to bring his own 
knowledge up more nearly to the standard of Mr. 
Fyfe’s. It is perhaps worth while again to call at- 
tention to the statements made in these columns 
last week as to the timeliness of any efforts that 
may at once be made toward improvement on the 
part of the product and the handling of either in- 
terest, especially in the light of what Mr. Fyfe says 
in regard to the intentions of his committee in re- 
gard to work along the same lines. 


BILLS OF LADING. 


Particular attention of readers of the Traffic 
World is invited to the discussion in this issue of 
Senate Bill No. 1654, by Francis B. James, attorney- 
at-law, Washington, and the points upon which 
he shows the necessity of immediate congressional 
legislation to correct defects in the existing law re- 
lating to bills of lading. Mr. James has been very 
much interested in matters relating to bills of lad- 
ing and has been closely connected with the subject 
for a number of years. In view of recent decisions 
of the Supreme Court of the United States, in which 
this matter is touched upon, and to which reference 
is made in the article in question, the points which 
Mr. James makes will be of great interest to all 
shippers. It is understood that definite action upon 
the subject will be taken at the forthcoming meeting 
of the National Industrial Traffic League. 


AS TO FURNISHING TARIFFS 


The purpose to give interested persons full access to 
carriers’ tariffs is clearly shown in the comprehensive 
requirement in section 6 of the act as to posting tariffs 
at stations. Under authority therein contained, the Com- 
mission, by its order of June 2, 1908, modified that 
requirement. 

In doing this the Commission said that it would be 
expected, in consideration of the relief so granted to the 
carriers, ‘at carriers would continue, as in the past, to 
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liberally furnish copies of their tariffs to shippers and 
users thereof. Since that time the number of shippers 
and shippers’ bureaus that desire copies of carriers’ tar- 
iffs has greatly increased, and there is complaint that 
in some instances carriers are unable to furnish copies 
of desired tariffs, and in other instances that they decline 
to do so. In this way the question of whether or not it 
s unjustly discriminatory for a carrier to furnish copies 
of its tariffs to one shipper and deny them to another 
has been presented, and the Commission is contrained 
to answer that question in the affirmative. 


Much attention has been given to the suggestion that 
earriers should furnish copies of tariffs to all who desire 
same upon payment of the cost of the extra press work 
and paper for copies in addition to what the carrier 
would print for its own use, and the cost of mailing 
same. An investigation has been made with a view to 
ascertaining, if possible, a reasonable fixed price per 
page for that work, but it is found that the cost in dif- 
ferent sections of the country varies, and that there is 
material difference in the cost in the same office as be- 
tween tariffs constructed on different bases or forms. 


rr 


The carriers must, in any event, print their tariffs. 
They: have been granted relief from the provisions of the 
act with regard to posting tariffs, which greatly reduces 
the number of copies which they would otherwise be 
obliged to print. It would therefore be inconsistent, and, 
the Commission thinks, improper for a carrier to charge 
for copies of tariffs furnished to shippers and others 
more than the actual cost of the additional paper and 
press work on such copies, together with the cost of 
mailing same. 

In preparing itself to furnish copies to those who 
desire to purchase them, the carrier is fairly entitled 
to know, with approximate accuracy, the number of ex- 
tra copies that will be desired. The Commission thinks 
that, unless the carrier is willing and prepared to fur- 
nish its tariffs free to all who desire them, its tariff- 
issuing offices and agencies may properly issue price 
lists for the different tariffs which they issue; that it 
should ‘provide sufficient additional copies to take care 
of orders or subscriptions that have been received, and 
in addition a reasonable margin of supply with which 
to meet additional orders, and that in this way it should 
furnish copies of tariffs to all who properly and in rea- 
sonable time subscribe for or order same. Copies of all 
such price lists should be sent to the Commission. 


This plan will not impose injustice or hardship upon 
either carrier or users of tariffs, and will be free from 
any element of unjust discrimination. 


This expression is made with direct reference to 
the power conferred upon the Commission to modify the 
provisions of section 6 of the act with regard to posting 
tariffs, and if any carrier neglects or refuses to conform 
to these suggestions consideration will be given to modi- 
fication, so far as that carrier is concerned, of the Com- 
mission’s order so modifying that provision of the act. 


PUNISHED FOR UNDERBILLING 


The Louis Lipp Co. of Cincinnati was recently com- 
plained of by the Interstate Commerce Commission for 
violation of the law with reference to underbilling, result- 
ing in the indictment of the firm on 27 counts and of the 
secretary-treasurer on the same number of counts. On 
May 3 a plea of guilty was entered and the firm was 
fined $2,500. The secretary-treasurer was sentenced to 
60 days in jail at Troy, O. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


ARTHUR F. STRYKER. 

Arthur F. Stryker, secretary-traffic manager of the 
South Omaha Live Stock Ex¢hange, was born in Galena, 
Ill., Oct. 1, 1868. His first railway service was as one 
of a party of civil engineers during the construction of 





ARTHUR F. STRYKER, 
Secretary-Traffic Manager, South Omaha Live Stock Exchange. 


that part of the Great Western between Chicago and 
Dubuque. As live stock agent of the Illinois Central at 
South Omaha from 1900 to 1905, he became much inter- 
ested in live stock traffic conditions, and has since made 
a close study of them. In his present position he has 
learned that rate adjustments, train service, terminal 
facilities, etc., at the live stock markets of the country 
must be carefully watched to prevent discrimination, 
slack service and termina] delays. He has often said 
that he could do more working with rather than fighting 
the railroads, and many changes beneficial to South 
Omaha as a live stock market have been worked out in 
this manner. He has been interested in many of the 
live stock rate cases before the Interstate Commerce 
Commission and Nebraska commission, having taken an 
active part in the Advanced Rate case on live stock be- 
tween the Missouri and Mississippi rivers, striving for 
an equalization of rates from the several Missouri River 
markets. 

He was also actively interested in the Stock Cattle 
and Sheep Rate case, the suspension of the advances in 
this case having been made upon request of the South 
Omaha Live Stock Exchange. 
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COMMERCE COURT STILL IN SUSPENSE 





Advocates and opponents of the 
Commerce Court will soon be in the 
final struggle over the question as 
to whether that court shall be con- 
tinued or whether the country shall 
return to the chaotic condition, with 
regard to litigation over orders of 
the Commission, that prevailed prior 
to the enactment of the law of its 
creation. The supplies voted for it 
at the last session of Congress will 
cease to flow on the last day of next month. 

Representative Broussard of Louisiana, whose con- 
stituents have been hurt by the delays incident to the 
old procedure probably more. than the people of any 
other state, has taken the bull by the horns, so to speak, 
by introducing a bill extending the jurisdiction to cover 
every phase of the controversies, as to law, that may be 
threshed out before the Commission, including, specific- 
ally, refusals to act. When such a state of fact presents 
itself, the court is given the right to issue writs of 
mandamus, such as was done in the Humboldt steam- 
ship case, in which the Commission was required to 
take jurisdiction over the railroads in Alaska. 

Assuming to be true the assertion that the railroads 
will avoid the courts if jurisdiction remains in the Com- 
merce Court, Broussard gives that tribunal appellate 
jurisdiction over cases coming from the supreme courts 
of Porto Rico, the Philippines and Canal Zone, thereby 
relieving the Supreme Court of the United States of 





much work. 

Before the controversy is settled, the chances are 
that the Commission will have to go much farther than 
it has heretofore done, by making some official expression 
of opinion that the court, in the public interest, should 
be continued. The talk that comes to the man interested 
in the legislation is to the effect that the attorneys for 
earriers are practically refusing to bring cases to the 
court because, since the jurisdictional questions were 
settled, the Commerce Court so seldom sets aside an order 
of the Commission that it is no longer a sporting prop- 
osition to begin a suit in that tribunal. 

That state of affairs, if it exists, as is asserted, is 
pleasing to those who believe that the railroads. have 
used the courts to delay the execution of orders of the 
Commission for no other purpose than to discourage 
shippers from carrying their grievances to the Commis- 
sion. In other words, if that is true, those who look 
only at the shippers’ side of the controversies will argue 
that the court should be continued regardless of whether 
it does much or little work, simply as a deterrent influ- 
ence. 

Representative Sims of Tennessee, the author of the 
abolition movement, is busily engaged lining up new 
members of the House on his side of the question. He 
referred his abolition bill to somebody in the Commis- 
sion, asking that changes, if any were necessary, be 
made in it. Changes were made, not because the Com- 
mission, as such, advocated the abolition of the court, 
but upon the assumption that if it were to be destroyed 
it would be well for the Commission to have the grant 
of jurisdiction to the eighty-odd district courts made in 
such a way as would be most satisfactory to the Com- 
mission. 

Some of the new members have taken those changes 
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to mean that the Commission favors abolition, while, as 
a matter of fact, they mean nothing more than an in- 
junction to the effect that, “if you are determined to do 
this, don’t make any greater fool of yourself than you 
can help.” Because Mr. Broussard had the help of ex- 
perts in the Department of Justice in the preparation 
of his bill, it might as justly be argued that Attorney- 
General McReynolds had approved the proposition of ex- 
tending the jurisdiction of the court, and that, he having 
approved it, it was to be inferred that President Wilson 
had also approved. 

The fact is that neither has taken a position. Neither 
has the Commission, although it is quoted as having 
approved the Sims bill. Members of the Commission. have 
been advised that that sort of use is being made of the 
fact that they helped Sims prepare a bill that would 
accomplish what he had in mind, and steps have been 
taken to inform members of Congress that that is an 
unwarranted assumption. It may be necessary for ad- 
vocates of the bill to call members of the Commission 
and Solicitor Farrell before the House interstate and 
foreign commerce committee to show why the court should 
be continued rather than abolished. 


There is no doubt that the publication of baseball 
statistics about the work of the court in the Commis- 
sion’s annual report in 1911 started the fight against the 
court, which the Commission will probably wish had never 
come up before the question is disposed of. Those 
statistics started Sims. Those who inspired the statistics 
also helped, without so intending, the attacks upon the 
courts which misrepresented the meaning of the juris- 
dictional cases to be in favor instead of against the 
railroads. 


In all recent history there was never a more glaring 
instance of misrepresentation having done as much real 
damage as was accomplished by the perversion resulting 
from the court’s attempt to take jurisdiction of cases 
brought by aggrieved shippers. The attempt was re- 
ported throughout the country as being an attempt on 
the part of the court to favor the railroads, while the 
exact reverse was the truth. Usually the American peo- 
ple find out the truth about a matter in a short time, 
but in this the general public has not yet got even a 
glimmering of the truth. It probably never will get it, 
because, if the court is continued, there will be no reason 
why its friends should undertake a campaign of educa- 
tion, and if it is abolished, the judges and those who 
know the truth will be too busy with other affairs to 
think about the matter. A. E. H. 


AS TO CORPORATION TAXES. 


Attorney-General McReynolds, on behalf of Internal 
Revenue Collector McCoagh of Philadelphia, filed a peti- 
tion with the Supreme Court on Monday asking for a 
rehearing in the case of McCoagh against the Minehill 
& Schuylkill Haven Railroad Co. That case involves 
the construction of the corporation tax law. Attorney- 
General McReynolds contends that the decision of the 
court makes it possible for a railroad company, or any 
other corporation, for that matter, to avoid the payment 
of the corporation tax by leasing its property to some 
other company, and in his petition for rehearing says: 
“The stockholders of a corporation may organize a hold- 
ing operating corporation, leasing its plant to the latter 
corporation at a rental so high as to leave it no taxable 
income, while at the same time the lessor corporation 
would not be taxable on its income.” 
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Decisions of Interstate Commerce Commission 


PAPER RATES REASONABLE 
OPINION NO. 2280 

Rep., P. 601.) 

PENNSYLVANIA RAILROAD 

ET AL. 

Decided April 7, 1913. 


Rates on toilet paper from Philadelphia, Pa., to points in Cen- 
tral Freight Association territory not found to be unreason- 
able or unjustly discriminatory as compared with rates 
from Albany, N. Y. Complaint dismissed. 


Dalzell 


CASE NO. 4094 
26 1. C. C. 
SCOTT PAPER CO. VS. 
co. 


Submitted Nov. 7, 1912. 


James H. for com- 
plainant. 

Henry Wolf Bikle for Pennsylvania Railroad Co.; 
Pennsylvania Co.; Pittsburgh, Cincinnati, Chicago & St. 
Louis Railway Co., and Vandalia Railroad Co. 

William L. Kinter for Philadelphia & Reading Rail- 
way Co, 

Ernest S. Ballard and Clyde 
Central & Hudson River Railroad Co. 
& Michigan Southern Railway Co. 


Hayden and George W. 


York 
Shore 


Brown for New 
and Lake 


Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged at Philadelphia, 
Pa.. in the manufacture and sale of toilet paper. In its 
petition, filed May 12, 1911, it is alleged that the rates 
charged by defendants for the transportation of toilet 
paper from Philadelphia to points in Central Freight 
Association territory are unjust and unreasonable in 
themselves and relatively as compared with the rates 
charged from Albany, N. Y., to the same points of desti- 
nation, and subject complainant and its traffic to undue 
prejudice and disadvantage. 

Complainant manufactures its highest grades of tis- 
sue paper in its own mill, but buys from other com- 
panies in New York state all its low-grade tissue paper. 
Its shipments of manufactured products to Central 
Freight Association territory average 6 tons per day, and 
the total output of the mill is 30 toms per day. Com- 
plainant and one other concern, which does a business of 
about one-third that of complainant, are the only pro- 
ducers of toilet paper in Philadelphia territory, and it is 
said that they do much more business than the mills in 
Albany territory. 


Complainant alleges that the rate adjustment from 
Philadelphia and Albany to Central Freight Association 
territory disregards actual and relative distances and 
ton-mile earnings and constitutes a discrimination against 
Philadelphia, because it affords manufacturers at Albany 
a substantial advantage in freight rates to nearly all that 
important territory. Tables are submitted intended to 
show the disadvantages under which Philadelphia labors 
and the benefit which Albany enjoys under the arrange- 
ment. From these it appedrs that of nine principal cities 
in the territory in question, Albany is nearer to Cleveland 


and Toledo, O., and Detroit, Mich., and has an advan- 
tage in rates over Philadelphia on shipments to those 
cities, which averages 7.3 cents per 100 pounds on less- 
than-carload shipments and 3.7 cents on carload ship- 
ments. Philadelphia is nearer than Albany to Cincin- 
nati, O.; Indianapolis, Ind.; Chicago, Ill.; Columbus, O.; 
Louisville, Ky., and St. Louis, Mo., but the Albany rates 
to these points average 6.7 cents on less-than-carload 
shipments and 4 cents on carload shipments less than 
the Philadelphia rates. Complainant alleges that this 
system of rates enables the manufacturers in Albany ter- 
ritory to undersell it in Central Freight Association ter- 
ritory to the extent of $10 to $15 per carload, which 
amounts approximate the difference in the rates. 

Complainant’s business in Central Freight Associa- 
tion territory grew from $117,687.80 in 1907 to $158,391 
in 1911. A change has taken place in the character of 
goods sold, in that the sales in 1907 were composed of 
$87,015.65 worth of cheap paper and $30,672.15 worth of 
high-grade goods, while the sales of 1911 were composed 
of $68,507.80 low-grade and $89,883.20 of high-grade prod- 
ucts. The growth in the sales of high-grade goods is 
explained by complainant as due to extensive advertis- 
ing. Complainant consolidates into carloads the goods 
ordered by its traveling salesmen in Central Freight Asso- 
ciation territory and consigns the cars to central points, 
from which the goods are distributed to customers under 
less-than-carload rates. In this manner complainant is 
able to forward two-thirds of its shipments from Phila- 
delphia in carload lots. 

Toilet paper takes third-class rates in less-than-car- 
loads and fifth-class rates in carloads under Official Classi- 
fication, which governs in the territory under discussion. 


The rate structure under attack in this proceeding 
involves two plans of rate making, known as the Atlantic 
coast differential system and the New York-Chicago per- 
centage system. The differential system is intended to 
adjust on a practicable basis the rivalries of the north- 
ern seaboard ports on import, export and domestic 
traffic, and has resulted in fixing the Philadelphia rates 
westbound on first and second classes at 6 cents, and on 
classes 3, 4, 5 and 6 at 2 cents, below the New York 
rates. Baltimore rates are less than Philadelphia rates 
by 2 cents on first and second classes, and 1 cent each 
on classes 3, 4, 5 and 6. Boston is on the same basis as 
New York. 


The percentage system has been in effect for many 
years and was considered at length in Saginaw Board of 
Trade vs. G. T. Ry. Co., 17 I. C. C., 128. It is based 
almost wholly upon distance. The few departures from 
a mileage basis that have taken place have been due 
to varying distances over direct lines or to the existence 
of cross lines that were competing for business. Although 
Albany is slightly east of Philadelphia, it is 143 miles 
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from New York and 201 miles from Boston on the road 
to Chicago. Because of that fact it takes 80 per cent of 
the New York and Boston rates to Chicago. It will be 
seen that as a result of these two rate schemes toilet 
paper is carried from Philadelphia to Chicago at 93 1-3 
per cent of the New York-Chicago rate, and at varying 
percentages above or below that rate to other Central 
Freight Association points, dependent on their location 
with reference to Chicago; while Albany pays 80 per 
cent of the New York-Chicago rate for transportation 
to Chicago, with like departures in percentages to points 
other than Chicago. This system has been in effect since 
1880, except that after the passage of the Act to regulate 
commerce in 1887 certain changes were made to. con- 
form to the long-and-short haul clause of the fourth sec- 
tion. Minor changes have since been made, but the sys- 
tem in general has been in use without vital changes in 
principle for more than thirty years. Commerce has 
grown up and thrived under it in this most populous sec- 
tion of the country and it has been singularly free from 
attack during that time. 

The Pennsylvania Railroad does not reach Albany, 
neither do the New York Central lines reach Philadel- 
phia. The Albany rate territory extends west to, but not 
including, Syracuse. The toilet-paper plants are at Al- 
bany and New Hartford, N. Y. Philadelphia territory 
extends west to Harrisburg, and the toilet-paper plants 
are at Philadelphia and Norristown, Pa. The largest 
plant in Albany territory is at Albany, on the tracks of 
the Delaware & Hudson Co. The latter company, there- 
fore, to an extent controls the situation at that point, 
but it is not a party defendant in this proceeding. What- 
ever business the Pennsylvania Railroad obtains from 
Albany territory for points in Central Freight Associa- 


tion territory must come to it from the Delaware & 
Hudson. With reference to a charge of discrimination 
similar to that herein, we said, in Ashland Fire Brick 
Co. vs. 8. Ry. Co., 22 I. C. C., 115, 120: 


It is true that we have held in cases where joint or pro- 
portional rates were made by all of the carriers leading to 
certain points of destination that it was within our power to 
end a discrimination as between points of origin by a reduc- 
tion in the rate from a certain point that was discriminated 
against. Indiana Steel & Wire Co. vs. C., R. Il. & P. Ry. Co., 
16 I. C. C., 155; Railroad Commission of Tenn, vs. A. A. R. R. 
Co., 17 I. C. &., 418. This principle, however, only has applica- 
tion where the traffic from both groups of origin is necessarily 
transported to destination by the same connecting carrier or 
carriers and where it is possible for the delivering carriers to 
put an end to the discrimination by the exercise of their power 
to refuse to enter into preferential joint or proportional rates. 

The Pennsylvania lines and New York Central lines 
are in active competition to nearly all the principal 
cities in Central Freight Association territory, and 
neither could control the situation by withdrawing its 
present rates or concurrences in the rates of other car- 
riers; consequently the principle laid down in the case 
cited would apply to this case in respect to the alleged 
discrimination. 

The carload minimum for toilet paper is 26,000 
pounds. A carload of low-grade paper is worth about 
$900 and of high-grade $2,400; mixed shipments average 
about $1,200 to $1,500 in value. The average rate per 


ton per mile from Philadelphia to the principal cities in 


_ the territory in question for less than carloads is 1.22 


cents, and for carload 7 mills. In view of the relatively 
high value of a carload of this paper and its light load- 
ing we do not find that these rates are unreasonable. It 
is apparent that complainant has failed to establish its 
contentions in this proceeding either as to discrimina- 
tion or reasonableness of the rates, and that the com- 
plaint must therefore be dismissed. It will be so ordered. 
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FOOD PRODUCTS THIRD CLASS 


OPINION NO. 2283 
(26 I. C. C. Rep., P. 611.) 
KELLOGG FOOD CO. VS. GRAND TRUNK RAILWAY 
CO. OF CANADA ET AL. 
Submitted March 8, 1913. Decided April 15, 1913. 


Classification of food products known as Protose, Nutose and 
Nuttolene under third class in Official Classification found 
not to be unjustly discriminatory. Complaint dismissed. 


CASE NO. 5231 


Jesse Arthur for complainant. 

G. W. Kretzinger, Jr., for Grand Trunk Railway Co. 
of Canada, Grand Trunk Western Railway Co and Bos- 
ton & Maine Railroad. ; 

D. P. Connell for Michigan Central Railroad Co., 
intervener. 

Report of the Commission. 
MEYER, Commissioner: 

Complainant is a corporation with its principal place 
of business at Battle Creek, Mich., and is engaged in 
the manufacture and sale of food products, among which 
are certain ones known under the trade names of Protose, 
Nutose and Nuttolene. The petition, filed Sept. 26, 1912, 
alleges that these products, especially Protose, are dis- 
criminated against, because they have been given a third 
class rating, while canned and potted meats are accorded 
rates 20 per cent lower than third class under rule 26 
of Official Classification. 

Protose is alleged to be a substitute for flesh meats 
of all kinds. It is made from gluten (wheat with the 
starch washed out) and enough peanuts to give it the 
consistency of beef. Nuttolene and Nutose, other prod- 
ucts shipped by complainant, take the third class rate 
complained of. Both of these, like Protose, are sold as 
meat substitutes. 

For retail consumption Protose is packed in one-half- 
pound and one-pound sizes, and a larger size which is 
not sold in the market generally. In packing the one- 
pound size of Protose, 24 cans are placed in a fiber case 
which measures 14% inches by 11 inches by 7% inches 
and measures 1,214 cubic inches. The case weighs 31 
pounds. At the hearing three different kinds of canned 
and potted beef were introduced to show the nature and 
size of the package. The size of the cases used by the 
canned and potted beef manufacturers for the same num- 
ber of packages, 24, would measure approximately 1,600 
cubic inches. Canned and potted beef, according to ‘the 
record, are packed only 12 to a case, however. 

The selling price of Protose is 30 cents per pound 
can, while 35 cents was named as the price of one of 
the potted meats in pound sizes, and 30 cents for a pack- 
age containing from 10 to 12 ounces of another. 

The shipments of Protose, as stated by complainant, 
were as follows: In 1901, 73,347 pounds; 1910, 152,289 
pounds; 1911, 144,495 pounds; 1912, approximately the 
same as in 1911. Between 50 and 60 per cent of the out- 
put is shipped between points in Official Classification 
territory. 

Nutose is made from peanuts with flavoring. Nut- 
tolene is prepared similarly to Nutose, except that it is 
cooked in a little different way. Complainant also manu- 
factures peanut butter. The difference between peanut 
butter and Nutose is that the peanuts are ground for 
peanut butter, while for Nutose, peanuts and other sub- 
stances are used, so as to resemble the peanut butter. 
Moisture and salt are put into Nutose. This, according 


mee 


a FR 7 alma aR ty ape am 


sh LAE Wy AES pital esa 





2 cman ~ a 


t 
| 
; 


1020 


to the testimony, seems to be the chief difference be- 
tween it and peanut butter. 

Witness for complainant stated that Nuttolene was 
not sold as a substitute for butter, but as a substitute 
for meat. Attention should be called to the description 
on the can of Nuttolene, which reads as follows: 

Nuttolene, as it comes from the can, sliced or cut into 
cubes, is a valuable substitute for dairy butter for table use. 

While it may be true that Nuttolene is sold as a 
meat substitute, from the above quotation from the con- 
tainer of the article itself it will be seen that it can be, 
and probably is, used as a butter substitute. 

Sales of Nutose for 1910 were 6,058 pounds, of which 
a very small percentage was shipped between points in 
Official Classification territory. The sales of Nuttolene 
for 1910 were 33,147 pounds. About 50 per cent of the 
sales were in Official Classification territory. 

In the early part of 1910 complainant was informed 
by the inspector of the railroad company that its products 
were not canned vegetables, and therefore not entitled 
to that rate. He informed complainant that after that 
date it would be obliged to ship its products under the 
classification item of prepared food, N. O. S., which takes 
a second class rate. In March, 1910, the complainant 
appealed to the Official Classification Committee to put 
its products on the same basis as canned and potted 
meats. After consideration, the classification committee 
introduced a new item in the classification, effective July 
1, 1910, called “meat substitutes,” placed complainant’s 
process products thereunder, and assigned a rating of third 
class. In a letter from the Kellogg Food Co. to the then 
chairman of the Official Classification Committee, under 
date of June 17, 1910, complainant expressed itself as well 
pleased with the rating received. This letter is a part 
of the record. 

Under Western Classification the articles manufac- 
tured by complainant would move as prepared food, N. 
O. S., in barrels or boxes, less than carloads, at first 
class; carloads, third class. This proceeding, however, 
deals only with less-than-carload rates. Under Southern 
Classification the products of complainant could be rated 
either as canned goods, edible, N. O. S., in metal cans, 
in barrels or boxes, L. C. L., second class; or as food, 
prepared, N. O. S., any quantity, first class. 

Under Western Classification canned and potted 
meats would move as canned meats, in metal cans in 
boxes, L. C. L., fourth class, and under Southern Classi- 
fication as meats, N. O. S., in fiber or metal cans or boxes, 
L. C. L., second class. 

The complainant bases its case upon the fact that 
the weight, value, packing, handling and shipping of its 
packages are similar to those of canned and potted 
meats; that its products are meat substitutes, actually 
filling the place of canned and potted meats, and that 
they are in actua] competition with them. 

It is true that a case of Protose is packed, handled 
and shaped in the same manner as a case of potted meat. 
These unquestionably are elements to be considered in 
classification. But there are other factors. See report 
of the Commission in Investigation and Suspension Docket 
No. 76, 25 I. C. C., 472-474. Are the products of com- 
plainant analogous in substance to the articles with wihch 
they claim they are fairly entitled to be classified? 
Numerous articles having a value per 100 pounds equal 
to or less than Protose, and occupying approximately 
the same space per 100 pounds, take a higher rating. 
Peanut butter, in tins, crated or boxed, is rated third 
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class, L. C. L. Canned and potted meats are made from 
the meats themselves, while Protose is made from pea- 
nuts and gluten. Nuttolene and Nutose are made chiefly 
from peanuts, and it would seem that they are more 
analogous to peanut butter than to canned and potted 
meats for purposes of classification. Nothing was intro- 
duced in the record to show the actual cost of these 
articles. The selling price was given as 30 cents a pound. 

No evidence was introduced as to the volume of 
business in canned and potted meats, but it is of record 
that only 191,494 pounds of Protose, Nuttolene and 
Nutose were consumed in 1910, the best year for which 
figures are given. Of this amount, ‘about 30,000 pounds 
were used in Battle Creek, and therefore did not involve 
a transportation service. 

Upon consideration of all the facts and circum- 
stances of this case, we are of the opinion and so find 
that the complainant is not discriminated against in the 
classification of its products known as Protose, Nuttolene 
and Nutose, at third class in Official Classification ter- 
ritory, and it follows that the complaint must be dis- 
missed. It will be so ordered. 





REFRIGERATION CHARGES 
1. AND S. DOCKET NO. 210 OPINION NO, 2285 
(26 I. C. C. Rep., P. 617.) 

IN THE MATTER OF THE INVESTIGATION AND SUS 
PENSION OF ADVANCES IN REFRIGERATION 
CHARGES BETWEEN POINTS LOCATED ON THE 
KANSAS CITY SOUTHERN RAILWAY; THE AR- 
KANSAS WESTERN RAILWAY; AND THE TEX- 
ARKANA & FORT SMITH RAILWAY AND TO AND 
FROM POINTS ON CONNECTING LINES. 

Submitted Feb. 10, 1913. Decided April 7, 1913. 


Under a rule in Trans-Missouri Circular 1B, the carriers absorb 
icing charges on perishable commodities when 10,000 pounds 
are offered upon payment of the less-than-carload rate. 
The Kansas City Southern proposes in its individual tariff 
under suspension herein to withdraw from participation 
in that rule, which action will increase charges via its line 
to the basis of the carload rate as freight plus a separate 
charge for refrigeration. Proposed action found to be justi- 
fied upon the facts of record and the order of suspension 
vaeated accordingly. 

John G. Schach for Kansas City Southern Railway 

Company and Arkansas Western Railway Company. 


H. D. Driscoll for Topeka Traffic Association. 


Report of the Commission. 


CLEMENTS, Commissioner: 

In this proceeding is involved the reasonableness of 
proposed rates on strawberries moving under refrigeration 
from the stations Joplin, Mo., to Shady Point, Okla., in- 
clusive, on the Kansas City Southern Railway (and sub- 
sidiaries) to Topeka, Kan. The proposed rates are ad- 
vances from the present rates resulting from the can- 
cellation by supplement No. 4 to Kansas City Southern 
tariff, I. C. C. No, 3124, of the following rule in trans- 
Missouri circular 1-B: 


When shippers cannot avail themselves of the regularly 
scheduled refrigerator-car service, refrigerator cars may be 
furnished, provided 10,000 pounds or more is loaded therein, at 
the less-than-carload rates. Under such circumstances no 
charge will be made for initial icing or reicing. (This rule will 
not apply on peddler cars.) 

Joplin is 155 miles due south of Kansas City and 
Shady Point 320 miles south. From stations south of 
Shady Point the rule has been retained by the Kansas 
City Southern for reasons to be stated later in the report. 

The tariff under suspension is an individual issue of 


the Kansas City Southern filed with the Commission to 
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become effective January 11, 1913, but postponed in 
effective date upon protests of receivers of strawberries 
at Topeka to May 10, 1913, pending investigation into 
the reasonableness of the rates resulting from the can- 
cellation of this rule: It may be explained that, while 
the rule is applicable to fruits, vegetables and berries 
generally, the shippers of strawberries are the only pro- 
testants against its cancellation. 

Under the proposed tariff, the basis of charge on 
strawberries will be changed from the first-class rate with 
refrigeration (stawberries being rated first class in less 
than carloads) to a specific carload commolity rate as 
freight, plus a separate charge for refrigeration. The 
refrigeration charge of 21 cents, minimum 17,000 pounds, 
or $35.70 per car, is blanketed from all the points of 
origin involved in this proceeding. As illustrative of 
the advance, Neosho, Mo., may be taken as a representa- 
tive point of origin. Under the first-class rate of 49 
cents from Neosho to Topeka, the carriers receive $49 per 
car for the minimum of 10,000 pounds provided in this 
rule, which includes, as stated, refrigeration. Under the 
proposed tariff the charge will be on basis of a commodity 
rate of 54 cents, minimum 20,000 pounds, as freight, plus 
the refrigeration charge of $35.70 per car referred to, 
a total of $143.70 per car. It should be stated in this 
connection, however, that the freight minimum of 20,000 
pounds is to be voluntarily reduced by the carrier to 
17,000 pounds; also, that the carload rate itself of 54 
cents to Topeka, which, it will be noted, is 5 cents higher 
than the less-than-carload rate, including refrigeration, 
is to be voluntarily reduced by the carriers to 43 cents, 
which will have the effect of reducing the present per 
car charge on shipments not within the rule to $108.80. 

The Kansas City Southern contends in justification 
of its action under the proposed tariff that this rule was 
never intended for application on strawberries, fruits and 
vegetables, but was established to meet the action of 
other carriers which absorbed the refrigeration charge on 
butter, eggs and dressed poultry from Missouri River cities 
to New Orleans. While the latter commodities take sec- 
ond-class rate, it was considered that the per-car earn- 
ings under the long haul, which amounted to from $110 
to $135 per car, were sufficient to warrant this action. It 
has only been within the past year, according to the wit- 
ness for the Kansas City Southern, that the shippers of 
strawberries have sought to avail themselves of the 
provisions of the rule in question, The Kansas City 
Southern owns no refrigerator equipment, and therefore 
purchases this service from the Armour Company, to 
which it pays the latter’s regular charge of $35.70 per 
car referred to. It is contended that the revenue derived 
from this strawberry traffic is insufficient, under the 
comparatively short hauls from these stations, to warrant 
the absorption of that charge, In illustration of this con- 
tention Neosho may again be taken as a typical point 
of origin. The first-class rate from Neosho is, as stated, 
49 cents and the per-car earnings $49 under the rule. 
After deducting this refrigerator charge of $35.70, there is 
left, this carrier explains, only $13.30 for its freight haul 
of 174 miles. It is also stated that there must yet be 
deducted from this latter amount three-fourths of a 
cent a mile for refrigeration-equipment rental as well as 
any switching absorption that may be incurred. Inas- 
much as the first-class rate increases with the distance, 
the Kansas City Southern thought, as it did with respect 
to the butter, eggs and poultry traffic to New Orleans, 
that rates on strawberries from stations south of Shady 


Point would be séfficiently aigh in car earnings to war- 
rant absorption of the refrigeration charge, and for this 
reason the rule was not canceled from those stations. It 
is stated, however, that this further cancellation is now 
also under consideration. 

The main contention of the Topeka shippers who pro- 
tested against the proposed tariff is that the receivers of 
strawberries at Topeka should not be made to suffer 
from what they consider to be an improvident arrangement 
on the part of the Kansas City Southern with the Ar- 
mour Company in the refrigeration of strawberries, when 
it apparently appears from the intended application of 
this rule on butter, eggs and poultry that more advan- 
tageous icing arrangements can be made by that carrier. 
It will be understood in this connection that the pro- 
posed cancellation affects the butter, eggs and poultry 
traffic as well as it does strawberries. The protestants 
present no evidence upon the reasonableness of the pres- 
ent refrigeration charge of the Armour Company beyond 
the expression of their general opinion that four tons 
of ice should be sufficient to properly refrigerate a car- 
load of berries and that the ice for that purpose could 
be obtained for perhaps $2.50 per ton. 

The Kansas City Southern is the only carrier which 
has withdrawn its concurrence from the joint agency 
tariff in which the rule under consideration has hereto- 
fore been carried. It is suggested that doubtless the 
reason the other lines have not taken similar action 
is because they own their refrigerator cars. The present 
rates will therefore still be available via the other routes 
from such of these stations as are competitive, but will 
necessarily be advanced from points local to the Kansas 
City Southern. 

It will be observed that the present charge for re- 
frigeration under the rule involved is a part of the first- 
class rate; that is, it is merely a part of a composite 
freight and refrigeration charge, the component factors 
of which are not stated. The law requires that carriers 
shall state separately in their tariffs all charges for re- 
frigeration and similar services in connection with the 
receipt, handling and delivering of traffic, and we shall 
deal with these charges separately in this case. 

The carload freight rate is not, we understand, par- 
ticularly involved here, As stated, the rate from Neosho 
is to be reduced from 54 cents to 43 cents, which will, 
we understand, be satisfactory to protestants. We shall 
also assume that the carriers will properly realign their 
carload rates from groups farther south, 

In the consideration of the charge for refrigeration 
under the rule in question the amount of the total charges 
attributable to this item of the transportation cost can be 
ascertained only by reference to the Kansas City South- 
ern’s arrangement with the Armour Company or by exami- 
nation into the cost of the ice used if the former carrier 
performs the refrigeration service itself. We have seen 
that the former course is pursued on this traffic and that 
the Armour Company retains the full amount of the charge 
which is absorbed by the Kansas City Southern. The 
question therefore resolves itself into whether this charge 
of $35.70 per car is unreasonable. We have found in 
another case that 17,000 pounds is not an unreasonable 
minimum on strawberries from this general territory. 
Ozark Fruit Growers’ Association vs. St. L. & S. F. 
R. R. Co., 16 LC. C. 106. We also found in a supple- 
mental report in that case that charges for refrigeration 
from the same territory to various destinations were not 
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shown to be unreasonable. 16 I. C. C. 153. Among the lat- 
ter was the rate from Fort Smith and other points to 
Kansas City of $35.44 per car for an average distance of 
269 miles. The latter is practically the same rate as is 
involved here, as Fort Smith is situated 16 miles east 
of Spiro, Ark. (the latter on the main line of the Kansas 
City Southern, between Joplin and Shady Point), and is 
included in the same refrigeration group as are the stations 
under consideration. It may be stated that the finding of 
the Commission above referred to was reached after an 
exhaustive investigation into the general question of re- 
frigeration charges in this and other territories. The 
protestants have submitted no evidence tending to show 
that those findings of the Commission should be reversed. 

Upon full consideration of the facts of record we 
are of opinion that the present refrigeration charge of 
$35.70 from the stations Joplin to Shady Point, inclusive, 
on the Kansas City Southern and subsidiaries to Topeka 
should be permitted to go into effect, Strawberries, per- 
haps more than other perishable commodities, require 
the highest standard of both freight and: refrigeration serv- 
ice, and frequently subject the carriers to substantial 
claims for damage when that service is not rendered ac- 
cording to schedule. It is true the percentage of increase 
under the proposed tariff is high, but it seems apparent 
that we cannot view this case as might more reasonably 
be demanded if this rule had been intentionally estab- 
lished on this particular traffic after due investigation by 
the carriers. We make this observation in the full under- 
standing that the rule is not restricted to any particular 
traffic under its terms, although it is perhaps suscepible 
to doubtful construction in certain other respects. Upon 
the whole, we do not consider it to be a commendable 
provision from the standpoint of tariff construction, and 
the mere fact of its incorporation in a tariff publication 
to meet a condition on particular traffic does not justify 
a requirement by order of its application and continuance 
on other commodities from which the freight revenue 
per car after the refrigeration absorption is clearly un- 
remunerative. The Kansas City Southern, as stated, owns 
no refrigerator equipment, and there is no specific evi- 
dence tending to establish that a contract more ad- 
vantageous to the shipper could be made than is now 
operative with the Armour Company or that the present 
rate would be considered excessive if the Kansas City 
Southern owned its own refrigerator cars, when the capi- 
tal involved in the purchase and maintenance of equip- 
ment and the cost of the service are considered. 

We therefore do not find that the proposed rates are 
unreasonable or unjustly discriminatory, and the order 
of suspension will be vacated accordingly. 





ORDER. 

It appearing, That on January 7, 1913, the Commission 
entered upon an investigation concerning the propriety of 
the advances and the lawfulness of the rates and charges 
stated in schedules contained in supplement No. 4 to 
I. C. C. No. 3124 of the Kansas City Southern Railway 
Company and the Arkansas Western Railway Company, 
and ordered that the operation of said schedules in said 
tariff be suspended until May 10, 1913: 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 
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It is ordered, That the order of the Commission sus- 
pending until May 10, 1913, the operation of schedules 
contained in said tariff be, and it is hereby, vacated and 
set aside as of May 5, 1913. 

It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondents herein, and that 
a copy hereof be filed with said tariffs in the office of the 
Commission. 





COMPLAINANT NOT DAMAGED 


CASE NO. 4834 OPINION NO. 2287 
(26 I. C. C. Rep., P. 628.) 
JANESVILLE CLOTHING CO. VS. CHICAGO & NORTH- 
WESTERN RAILWAY CO. ET AL. 
FOURTH SECTION APPLICATIONS NOS. 1548, 1573, 
458, 1561, 1952, 2045 AND 1530. 
Submitted Sept. 20, 1912. Decided April 7, 1913. 


1. Complainant attacks as unreasonable and unjustly dis- 
criminatory defendants’ rates for the transportation of 
cotton piece goods from various southern producing points 
to Janesville, Wis., as compared with lower rates to 
Madison, Wis., to which Janesville is intermediate; Held, 
That upon this record complainant is not shown to have 
been damaged by a violation of Sections 1, 2 or 3 of the 
act, as alleged. Complaint dismissed. 

2. The maintenance of lower rates for the transportation of 
cotton piece goods from southern producing points to 
Madison, Wis., than to Janesville, Wis., the intermediate 
point, not justified by the carriers, and relief from the 
provisions of the fourth section of the act denied. 





James A. Wagoner for complainant. 

Cc. C. Wright for Chicago & Northwestern Railway 
Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 
Railway Co. 

A. P. Humburg for Illinois Central Railroad Co. 

Report of the Commission, 
BY THE COMMISSION: 

The complainant is engaged in the manufacture and 
sale of shirts and overalls at Janesville, Wis. By peti- 
tion, filed April 25, 1912, it is alleged that the rates on 
cotton piece goods from various producing points in the 
southern states to Janesville are unreasonable and un- 
justly discriminatory, and in violation of sections 1, 2, 
3 and 4 of the Act to regulate commerce. Reparation is 
asked on certain shipments which moved between No- 
vember, 1911, and April, 1912. 

The rates on cotton piece goods from the points of 
origin to Janesville, which is intermediate to Madison, 
Wis., are higher than to Madison. Hearing was had on 
such portions of fourth section applications Nos. 1548, 
1573, 458, 1561, 1952, 2045 and 1530 as ask authority to 
continue this adjustment, and they will be considered as 
a part of this proceeding in so far as they involve the 
rates here attacked. 

The rates in question are carried in Agent Hinton’s 
western cotton goods tariff No. 1, I. C. C. No. A-14, 
effective Oct. 20, 1909, and are to Janesville 79 cents per 
100 pounds from Athens, Atlanta, Columbus, Dalton, 
Macon and Rome, Ga., and Columbia, S. C.; 74 cents 
from Tupelo, Miss.; 85 cents from Danville, Va., and 89 
cents from Charlotte, N. C., while rates to Madison and 
Waukesha, Wis., are on the Milwaukee basis, and are 
58 cents from Athens, Atlanta, Columbus, Dalton, Macon, 
Rome and Columbia, 55 cents from Tupelo, 61 cents from 
Danville and 68 cents from Charlotte. 

The testimony of the complainant relative to the 
unreasonableness of the rates to Janesville was confined 
to the comparisons with rates from the same points of 
origin to Madison, Waukesha and Milwaukee. No testi- 
mony was introduced by the complainant tending to 
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show that the disparity between the rates referred to 
had resulted in loss or damage of any character to the 
business of the complainant. 

Janesville is reached by the Chicago & Northwestern 
Railway and the Chicago, Milwaukee & St. Paul Railway; 
Madison is served by the lines of those companies and 
also by the Illinois Central Railroad Co. As above stated, 
the rates to Madison and Waukesha are on the Mil- 
waukee basis, but to Janesville they are made on Chicago 
combination. It is a matter of common knowledge that 
rates to Milwaukee and near-by points are made under 
circumstances and conditions substantially dissimilar to 
those which obtain at Madison. Prior to Oct. 20, 1909, 
the effective date of Hinton’s tariff referred to above, 
the Milwaukee basis was applied to Madison only via 
the line of the [Illinois Central, and by that line no 
higher rates were then or are now applied at interme- 
diate points. It is stated that through inadvertence in 
the preparation of Hinton’s tariff the Madison rates on 
the Milwaukee basis were made applicable via the Chi- 
cago, Milwaukee & St. Paul and the Chicago & North- 
western, which were and are now applying higher rates 
to the intermediate points, including Janesville. In April, 
1912, upon discovery of the error by the Chicago & 
Northwestern, Agent Hinton was requested to cancel the 
application of the Milwaukee basis to Madison via that 
line, and apply the former basis, namely, the lowest 
combination of local rates. An examination of the tariffs 
shows that the application of the lower rates to Madison 
via the Chicago & Northwestern and the Chicago, Mil- 
waukee & St. Paul was canceled Nov. 17, 1912, except 
as to routes via certain southeastern carriers. 

In Appalachia Lumber Co. vs. L. & N. R. R. Co., 25 
I. C. C., 193, the Commission held that no damages could 
be awarded up to the time when the Commission passes 
upon the fourth section applications,» unless a case is 
made out under the third section which might carry 
with it an award of damages, or unless under the first 
section the rate to the intermediate point has been 
found unreasonable. Upon the record we are unable to 
find that complainant has been damaged, and the peti- 
tion will therefore be dismissed. 

No sufficient justification has been shown in this 
instance for the maintenance of lower rates via the Chi- 
cago & Northwestern and the Chicago, Milwaukee & St. 
Paul to Madison than to Janesville, and the applications 
for relief from the provisions of the fourth section, pro- 
tecting such rates, will be denied. Orders will be entered 
in accordance with the foregoing conclusions. 

ORDERS. 
FOURTH SECTION ORDER NO. 2441. 
Rates on Cotton Piece Goods. 

These applications, Nos. 1548, 1573, 458, 1561, 1952, 
2045 and 1530 ask, among other things, for authority to 
continue rates on cotton piece goods from Athens, At- 
lanta, Columbus, Dalton, Macon and Rome, Ga.; Columbia, 
S. C.; Danville, Va.; Tupelo, Miss., and Charlotte, N. C., 
to Madison, Wis., which are lower than the rates con- 
currently in effect on like traffic from the same points 
of origin to the intermediate point, Janesville, Wis. A 
public hearing having been held, and full investigation of 
the matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That such portions of the above-num- 
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bered applications as ask authority to continue lower 
rates on cotton piece goods from Athens, Atlanta, Co- 
lumbus, Dalton, Macon and Rome, Ga.; Columbia, 8S, C.; 
Tupelo, Miss.; Danville, Va., and Charlotte, N. C., to 
Madison, Wis., via the lines of the Chicago, Milwaukee 
& St. Paul Railway Co. and the Chicago & Northwestern 
Railway Co. than are concurrently in effect on like traffic 
from the same points of origin to Janesville, Wis., be, 
and the same are hereby, denied, effective June 15, 1913. 


ROUTE SHOULD BE KEPT OPEN 


OPINION NO. 2288 
(26 I. C. C. Rep., P. 630.) é 
SOUTHWESTERN MISSOURI MILLERS’ CLUB VS. ST. 
LOUIS & SAN FRANCISCO RAILROAD CO. ET AL. 
Submitted April 4, 1913. Decided April 7, 1913. 


It appears that millers at Springfield, Mo., and at various other 
points upon the St. Louis & San Francisco Railroad between 
Springfield and Bridge Junction, Ark., obtain their wheat 
west of Springfield, grind it in transit, and ship the prod- 
uct, among other distributions, to points on the Rock 
Island road between Bridge Junction and Little Rock, Ark. 
In the past, rates from this originating territory to all 
points between Wister, Okla., and Bridge Junction have 
been the same and have applied either via Wister or via 
Bridge Junction. Upon the expressed intention of the de- 
fendants to close the route via Bridge Junction; Held, That 
the Bridge Junction route should be maintained with respect 
to the territory involved, except that lying south of Monett, 
Mo.; that is, from all territory which can be reached at 
practically the same jength of haul through Bridge Junction 
as through Wister. 


CASE NO. 5450 


W. H. Marshall for complainants. 

W. F. Dickinson and W. T. Hughes for Chicago, Rock 
Island & Pacific Railway Co. 

Fred. H. Wood and A. E. Haid for St. Lovis & San 
Francisco Railroad Co. 


Report of the Commission. 
PROUTY, Commissioner: 

The purpose of this complaint is to obtain the restora- 
tion of a former route for the transportation of grain 
milled in transit between certain points of origin upon 
the St. Louis & San Francisco Railroad and certain points 
of destination upon the Chicago, Rock Island & Pacific 
Railroad. 

The following map makes plain the exact point in 
issue: 

It will be noted that the St. Louis & San Francisco 
connects with the Rock Island at Wister and Bridge 
Junction. The complainants are millers located at Spring- 
field and at various points upon the line of the St. Louis 
& San Francisco between Springfield and Bridge Junc- 
tion. They obtain their suppiies of wheat for the most 
part west of Springfield, grind it in transit at various 
points, of which Springfield, Mountain Grove, West Plains 
and Monarch Gap are typical, and send the product, 
among other destinations, to points between Little Rock 
and Bridge Junction. 

In the past rates from the originating territory to 
all points between Wister and Bridge Junction have been 
the same and have applied either via Wister or via Bridge 
Junction. The purpose of these defendants now is to 
withdraw the route via Bridge Junction as to all grain 
originating west of Springfield, compelling the routing 
via Wister. - 

Upon the hearing it transpired that while the intent 
of the parties had been to withdraw this route, in point 
of fact this purpose had not been accomplished. The 
Chicago, Rock Island & Pacific requested the St. Louis 
& San Francisco to so modify its tariff as to cancel its 
route, and supposed this had been done. In point of 
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fact no ehange was made in the tariff, but the St. Louis 
& San Francisco issued a circular letter of instructions 
to its various agents instructing them to route all traffic 
originating west of Springfield via Wister, and those 
instructions came to the notice of the various interested 
millers, who supposed, without consulting the tariff, that 
the route had been withdrawn. It developed on the hear- 
ing that no change had been made in the tariff, and 
that both routes were in fact open. 

The complainant prayed for reparation upon the 
ground that certain of the members of the complainant 
association, being denied this route, had been compelled 
to pay a sum in addition to the rate, in the nature of 
back-haul charges, but upon the hearing the attorney for 
the complainants stated that upon investigation no such 
ease had come to his attention. It did appear that in 
certain instances defendants were seeking to assert 
against members of the complainant club additional 
charges, but it further appeared that the traffic in these 
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cases moved via Bridge Junction. Since that route was 
in fact open under the tariff and since, therefore, the rate 
actually collected applied, it is plain that no additional 
charges can be collected. 

It would seem, therefore, that upon the tariffs as they 
now stand, this proceeding is in the nature of a moot 
case, which might well be dismissed for that reason. 
The attorney for the Rock Island stated, however, that 
while in point of fact the route via Bridge Junction had 
not been canceled, it was the intention of the defendant 
lines to so modify their tariffs at once, and the desire 
was expressed by all parties that the Commission should 
proceed to determine the question which would be raised 
had the tariffs in fact been modified according to the 
understanding of the complainants by closing the Bridge 
Junction gateway. 

The case shows that millers located at Springfield 
and at the various points between Springfield and Bridge 
Junction draw their supplies of wheat mainly from ter 
ritory west of Springfield. It appears that to some lim- 
ited extent grain is purchased in Kansas City and in 
perhaps other primary markets for grinding at these 
mills, but the great bulk of their supply is local wheat 
grown in this immediate vicinity. The testimony further 
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shows that comparatively little wheat originates upon the 
lines of the Frisco between Kansas City and Springfield, 
and that the greater portion of these supplies comes from 
territory lying west of Monett. 

The destination points in controversy are between 
Bridge Junction upon the east and Little Rock upon the 
west, not including, however, the city of Little Rock 
itself, to which the complainants have access by another 
route. It will be seen that from all this territory grain 
may pass through Springfield, thence via Bridge Junction 
to the points in question, or it may pass south through 
Monett and Wister and so east through Little Rock to 
the same points of destination. 

The defendants claimed and attempted to show that 
to the points in controversy the distance was much less 
via Wister than via Bridge Junction, but the tables in- 
troduced for this purpose are constructed upon the theory 
that all points of destination between Wister and Bridge 
Junction were involved, whereas the complainants make 
no question but that from points between Wister and 
Little Rock, inclusive, the routing may properly be con- 
fined to the Wister gateway. Attention should be di- 
rected, therefore, merely to those points between Bridge 
Junction and Little Rock, and we proceed to inquire as 
to the relative distances to these points via the two 
gateways. 

It is evident that Springfield may be correctly taken 
as illustrative with respect to all traffic originating upon 
the lines of the Frisco between Kansas City and Spring 
field, and the average distance from Springfield via Bridge 
Junction to all of these points of destination, as compared 
with the distance from Springfield via Wister to the same 
points, is approximately 40 miles in favor of Bridge 
Junction. That is to say, with respect to all that ter- 
ritory the route which it is proposed to close is on the 
average 40 miles less than the route which is to be left 
in effect. 

Considering wheat which originates west and north 
of Monett and which passes through Monett en route 
either to Wister or to Bridge Junction via Springfield, it 
is evident that whatever is true in the matter of relative 
distance with respect to Monett would be true as to all 
other points west and north of that junction. Now the 
average distance from Monett to these points of destina- 
tion via Wister is but two miles shorter than the average 
distance from Monett via Springfield and Bridge Junction. 

It will be seen, therefore, that upon the average the 
distance, and presumably the cost of service, is somewhat 
less via the route which it is proposed to cancel than it 
is by the route which is to remain open. The justification 
offered by the Rock Island, which assumed the burden 
of this defense, was that since it opened its territory to 
millers upon the line of the Frisco, it was entitled to 
demand the long haul, which it would receive with re- 
spect to points east of Little Rock if the traffic moved 
via the Wister gateway. But this plea of the Rock Island 
cannot be unqualifiedly accepted as valid. These two 
railroads are not alone concerned, nor are their interests 
to be alone considered. The public, as represented by 
the members of this complainant association, as repre- 
sented by growers and consumers in this territory, must 
also be taken into account. The statute requires these 
defendants to maintain through routes and joint rates, 
and this must apply unless some valid excuse is shown 
to the contrary. 

If this grain goes via Bridge Junction the members 
of the complainant association can grind it and sell it 
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at these destination points without extra charge, whereas 
if it goes by the way of Wister an additional charge will 
be imposed. That charge is 2 cents per 100 pounds in 
case of Springfield when the grain originates west of 
Monett, and would be more than that with respect to 
points farther east than Springfield. Since these defend- 
ants have extended this transit privilege to all millers 
upon their respective lines, including the competitors of 
the complainants, and have, therefore, made it a matter 
of financial consequence to millers located at Springfield 
and upon the lines of the Frisco east of Spring- 
field that the Bridge Junction route should be kept open, 
we think that it is the right of the complainants to de- 
mand that it shall be kept open, and that these defend- 
ants must concede that request unless some legitimate 
reason can be shown to the contrary. If the route via 
Bridge Junction were materially longer than that via Wis- 
ter, or if the cost of the service, owing to more Severe op- 
erating conditions, were materially greater, that might 
be a reason why this route should be closed. But nothing 
of that kind appears. The distance is no greater, so far 
as this record goes, the cost of the service is no greater. 
The only reason urged is that the Rock Island finds it 
for its interest that this gateway be closed. 

In our opinion that is not, under the circumstances 
of the present case, a sufficient justification. We think 
that the Bridge Junction route should be maintained with 
respect to the territory involved, except that lying south 
of Monett, that is, from all territory which can be reached 
at practically the same length of haul through Bridge 
Junction as through Wister. Should the parties desire 
to back-haul this traffic through Monett and Springfield 
at the same rate as now applies via Bridge Junction, they 
are at liberty to close that junction as to such traffic. 

No order can be made in the premises, but in ac- 
cordance with the understanding expressed upon the trial 
the opinion of the Commission should be treated in the 
nature of an order. 


COAL RATES FROM SHERIDAN, WYO. 


CASE NO. 4947 OPINION NO. 2290 


(26 I. C. C. Rep., P. 638.) 

SHERIDAN CHAMBER OF COMMERCE VS. CHICAGO, 
BURLINGTON & QUINCY RAILROAD CO. ET AL. 
NO. 5078. SAME VS. SAME. 

NO. 5079. SAME VS. SAME. 

Submitted Dec. 7, 1912. Decided April 15, 1913. 


Complaint was made of the rates on coal from Sheridan, Wyo., 
to points in Nebraska and South Dakota on the line of 
the Chicago & North Western and the Chicago, Milwau- 
kee & St. Paul, and to points east and west of Billings, 
Mont., on the line of the Northern Pacific. Compari- 
sons are made of distances and rates from Sheridan, 
Hudson, and from Illinois and Indiana coal fields to points 
of destination on the Chicago & North Western herein 
involved. Similar comparisons are made of distances and 
rates from Sheridan, Roundup, Mont., and from Illinois 
coal fields to points of destination on the Chicago, Mil- 
waukee & St. Paul herein involved. Sheridan mines are 
at a disadvantage of from 85 cents to $1 in competing 
at points on the Northern Pacific with the mines located 
on that railroad. Held: 

1. The great discrepancy between the rates from Sheridan 
and from Hudson to the same points of destination on 
the Chicago & North Western and between rates from 
Sheridan and Roundup to the same points of destination 
on the Chicago, Milwaukee & St. Paul cannot be justified 
on the ground that the movement from Sheridan involves 
a two-line haul. 

2. Where the physical connection between connecting carriers 
is as simple as in these small western towns, involving 
no expensive terminal service, the additional cost due to 
the switching movement is very small, so small, in fact, 
that it may not properly be made the basis of an addi- 
tional charge for a two-line haul of substantial length. 

3. The facts in these cases demonstrate the necessity of 

promulgating rates which will allow this coal to find a 

market in the territory described. In order to accomplish 
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this result there must be a free interchange of traffic at 

reasonable joint rates. : 

4. Joint rates should be established from the mines at Sheridan 
to the points on the Chicago & North Western which have 
been specified in the complaint in No. 4947, which should 
in no case exceed the rate from Hudson, Wyo., to the 
same points of destination, except that the rate to com- 
mon points of the Chicago, Burlington & Quincy and the 
Chicago & North Western need not be changed. , 

5. A joint rate should be established from Sheridan to Cham- 
berlain, S. D., not to exceed that from Roundup to Cham- 
berlain, and this rate should be carried back as far as 
Okaton, S. D. 

6. A differential of 25 cents is a reasonable allowance for the 

difference in the distance from Sheridan and from the 

Northern Pacific mines to points of destination involved 

in No. 5079 within 500 miles of Sheridan. As the distance 

to points of destination increases, the differential between 
the rates from Sheridan and from Red Lodge should be 
further contracted, so as not to exceed 15 cents to points 


between 500 and 600 miles distant and not to exceed 5 
cents to points between 600 and 700 miles distant. ~ To 
points over 700 miles distant the rate from Sheridan 
should be the same as the rate from Red Lodge 


Edward P. Smith for complainant. 

Cc. C. Wright and F. P. Eyman for Chicago & North- 
western Railway Co. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. and Idaho & Washington Northern Railroad Co. 

W. E. Adair and Charles Donnelly for Northern Pa- 
cific Railway Co. 

Report of the Commission. 


MEYER, Commissioner: 

These cases involve rates on coal from mines near 
Sheridan, Wyo., on the line of the Chicago, Burlington 
& Quincy Railroad to certain points in Nebraska and 
South Dakota on the line of the Chicago & Northwestern 
and the Chicago, Milwaukee & St. Paul, and to certain 
points east and west of Billings, Mont., on the line of 
the Northern Pacific. The points of destination include 
all stations upon the line of the Chicago & Northwestern 
between Crawford and Omaha, Neb.; Oakdale and Scrib- 
ner, Neb.;: Norfolk Junction, Neb., and Winner, S. D.; 
Fremont and Hastings, Neb.; Linwood and Superior, Neb.; 
Platte River and Lincoln, Neb.; Kennard, Neb., and Mis- 
souri Valley, Ia.; Dakota Junction, Neb., and Middle 
Creek and Newell, S. D.; Rapid City and Pierre, S. D.; 
points on the Chicago, Milwaukee & St. Paul between 
Okaton and Chamberlain, S. D., and points on the North- 
ern Pacific between Billings, Mont., and Portland, Ore., 
and between Billings, Mont., and Jamestown, N. D. In 
each case the complaint is brought by the Sheridan 
Chamber of Commerce, a voluntary association, with 
headquarters at Sheridan, Wyo. The complaining asso- 
ciation includes among its members coal operators in 
the Sheridan district. The cases were heard together 
and disposition will be made of them in one report. 

Extracts from reports of the United States Geolog- 
ical Survey were received in evidence, showing the vast 
extent of the Wyoming coal deposits and illustrating the 
character and quality of the coal produced jn the Sheridan 
field. 

Six mines are operated in the Sheridan district, where 
in 1904 but one mine had been opened. The output for 
the year 1911 for all of the mines in the district was 
about 800,000 tons. Petitioners claim that the present 
equipment of mines now in operation is such that with 
more favorable freight rates and an adjustment which 
would enable them to get into markets in adjoining 
states they would be enabled to put on the market three 
times their present annual output. They allege that the 
maximum of their output has been reached, except as 
the growth of territory along the line of the Burlington 
may cause a natural and gradual increase of consumption, 
unless rates can be secured which will enable them to 
get onto other lines of road and into other territory. 
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We will first consider Dockets No. 4947 and No. 5079, 
because the facts in those cases are interrelated. 

No. 4947 is an attack on coal rates from Sheridan, 
Wyo., to points in Nebraska and South Dakota on the 
lines of the Chicago & Northwestern west of the Missouri 
River. Sheridan coal] moves to most of these points via 
Crawford, Neb., and the rate charged consists of the 
local rate from Sheridan to Crawford, over the Chicago, 
Burlington & Quincy, plus the local rate from Crawford 
to points of destination over the Chicago & Northwestern 
Railway. Complainant alleges that the sum of these 
unreasonable and excessive, and that 
through routes and reasonable joint rates be established. 


locals is asks 
AS a measure for a reasonable rate, complainant points 
to the rates from Hudson, Wyo., a coal-producing point 
on the Chicago & Northwestern, and prays that the same 
from Sheridan. 


rates be established 


Sheridan and Hudson are about equally distant from 
Crawford, the miles over the Chicago, Bur- 
lington & Quincy, and the miles over the 
& Northwestern. places a rate of 
2.20 per ton on 


former 275 
latter 305 
both 
lump coal and $2 per ton on slack is 
Moving eastward from 
Crawford, the Chicago & Northwestern gradually increases 
rate until it 


Chicago From 


charged by the respective roads. 


its Hudson reaches $3.35 per ton for lump 
and $3 per ton for slack at Long Pine, Neb., and 
that Missouri River, with the 
exception of a few of the more distant localities toward 
the end of branch lines extending northward and south- 
ward main line. The Sheridan rate, on the 
other hand, increases more rapidly as we move eastward 
from Crawford and continues to increase from Long Pine 
to the Missouri River. At Chadron, 26 miles east of 
Crawford, the Sheridan rate exceeds the Hudson rate by 


coal 


then carries rate to the 


from the 
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distant. The same relationship exists between the rates 
from Sheridan and from Hudson to points on the line 
of the Chicago & Northwestern betwen Chadron, Neb., 
and Newell, S. D., and between Rapid City, S. D., and Fort 
Pierre, S: D. The entire rate situation, in so far as this 
case and the Chicago & Northwestern is concerned, is 
shown in the following table of rates to representative 
points in Nebraska and South Dakota on the lines of 
the Chicago & Northwestern west of the Missouri River. 
Hudson also enjoys a materially lower rate than Sheri- 
dan to localities on the line of the Chicago & North- 
western reached from Sheridan over junction points which 
permit a lower combination of locals than Crawford 
affords. In the table given below the Sheridan rate has, 
in each instance, been build upon that junction point of 
the Chicago & Northwestern and the Chicago, Burlington 
& Quincy which affords the lowest combination of locals. 

This table illustrates the rate situation as 
it has already been described. It will be noted that the 
differential between the rates from Sheridan and from 
Hudson increases as the points of destination are farther 
removed from these two points of origin. 

No. 5079 involves rates from Sheridan to points on 
the Chicago, Milwaukee & St. Paul between Rapid City, 
S. D., and Chamberlain, S. D., inclusive. The Chicago, 


clearly 


Burlington & Quincy, the Rapid City, Black Hills & 
Western, and the Chicago, Milwaukee & St. Paul have 


published joint rates for the transportation of coal] from 
mines in the Sheridan district to points on the line of 
the Chicago, Milwaukee & St. Paul between Rapid City 
and Oacoma, that being the first station west of Cham- 
berlain, but refuse to publish a joint rate to Chamberlain, 
because it involves a haul over an expensive bridge across 
the Missouri River, and because of the light traffic and 








51 cents on lump coal and 41 cents on slack. This dif- unfavorable climatic and transportation conditions in 
ferential increase is to as high as $1.67 for points farther this section. The rate to Chamberlain is composed of 
RATES ON SOFT COAT, (PER TON OF 2,000 POUNDS). 

From Hudson, 
: From Sheridan,Wyo.. via C., B. Wyo.,* via C 
Destination. & Q. and C. & N. W & N. W. 
Basing Point. Lump. Slack. Lump. ~ Slack 
Points. between Crawford and Omaha, Neb 
Se cnt ah ag tia « spite ka 6 actin bd ene vauk be ae o <twi .Crawford ...... ve ghee - - $2.71 $2.41 2.20 $2.0 
rn nr cs he nr ee eee ee Crawford 3.271 2.971 2.70 2.50 
ES EN hs. cidelkvecontside » SEED. ic caseivbbadadseowse 3.577 3.277 3.00 2.3!) 
I sg alt > KEEL Suede vce 3.815 3.515 3. 5.00 
CST , Sacadvebece rdeodas NEON. wo cccys ; 4.155 3.855 3. 3.00 
Ms havelewsscdscvedmnebahd bes ccs Vedsiesicas haede Fremont-Crawford ...... - 4.173 3. 889 3. 3.00 
Se oe ang ale hel inns «eu bin. be afi EE | ke we go kdies 4 debates 3.816 3.566 3.35 3.00 
Points between Oakdale and Scribner, Neb. 
Neen es a a eee Fremont ilaciy @0'o8 tne Raum 4.02 3.77 3.35 3.00 
RUN IINS mslic Fie Se ccgcacdseavecsces IN a acu one tir dens ethno 3.884 3.634 3.35 3.0 
I CG Nis Sh Set, Vid ah Wie op-ed cnluinle ob HEE LD - cs wktie vege ievdeevAtes 3.748 3.498 3.35 3.00 
SO a a as wn me i ite-« neem kk oe EE, os cineps oth 54 ties eete,s 3.748 3.498 3.35 3.00 
Points between Norfolk Junction. Neb.. and Winner. S. D 
I vivaiairdie: tse ob kdkadine a rE . os vecves 1 cGc ne veal eee 3.702 3.35 3.00 
EE Lge did « Sedee’ sic vol eccescoeassteres SEE oii) Bil cease Snopes 1.071 3.821 3.35 3.00 
Ue a a ak o's wlais ane ne kd kellod cea cl ee aula ace -» 4.275 4.025 3.40 3.10 
SO ar a cee. Class D from Fremont....... 5.80 5.55 3.85 B.D 
IL ERG Sowa hires «44060 408 ow e's veda cwesd .Class D from Fremont..... Sos 5.5 3.95 3.65 
I ea re ee ak ws nde bea EES Class D from Fremont........ 6.20 5.95 4.15 3.35 
Points between Fremont and HaStings, Neb.: 
Linwood, Neb...:........ ck Pelt ences wala g pie Ketetacaldu al ae sO, pots aime CiBagle wb cicmeees 3.51 3.26 3.35 3.06 
i ee ia hav tebe Send bAbac bb bddibh on ng Saka ana een oud 3.675 3.175 3.40 05 
 BIOGNNM, TEM ikea nos ce sees, ai oi hia we fa alle a ek ee, 3.675 3.175 3.45 3.10 
Points between Linwood and Superior, Neb 
Bwninard, Ned, ois... scessccves PP ch asOeeRe eT es ..Fremont ..... eevee cee FaEh oie 2.68 3.43 3.35 3.00 
I, i cee nT . 2. £60.65 4-6 a0 bale ot Riles was 3.59 3.09 3.45 3.10 
Points between Platte River and Lincoln. Net 
I a es aban kaabewadan oar ll SS re ee 3.34 3.09 3.35 2.00 
a og ee ee A I a ee 3. 425 3.175 3.35 3.00 
ee eee ie hie ahi se li kee RD, OS aa vs cows ae. e weed vie 3.325 3.175 3.35 3.00 
Points hetween Dakota Junction, Neb.. and Middle Creek and 
Newell, S. D.: 
I Ne ees oe viene MUM CHEF wore cides ceeccecs 3.87 3.62 2.20 2.90 
i i ee cw mehiies can = Dos one aia eee wk a pig 3.78 3.53 2.20 2.1) 
I a ag a eek is ews bala bi one ud Bee CE eet alla ras rocked yada 3.20 2.95 2.25 2.0) 
a a BRE. CARY ice c eee cdreuseces 3.42 3.17 2.25 2.00 
a CD ee wg NS ie SE, ne ae 3.69 3.44 9.50 2.26 
I «ne Sei a a Bl Rapid City ......ccsessesees 3.96 3.71 3.45 3.20 
Points on P. R. C. & N. Ry., Rapid City to Pierre, S. D.: 
Clem, BD ai. cas oie tv eneee ses Sawin hs 16m bey 30 a% 0 ky eerie re 2.20 2.95 2.20 2.95 
el i ee eee pe uh s bam ebaknch ¢ Rapid City .........seeseeesee 3.78 3.53 3.31 3.31 
INICIO ak ee RE ah eee We be Nic ace bese need 4.14 3.89 3.75 3.75 
EU a fii aati one hs eek oe ie be de Oe sas PRM CUE avian sco cccucvcceece 4.50 4.25 4.05 4.0 
ST OM WE dec 3s oe VebC ce he akwce tc decetecetsseenelcoes Rapid City ...........66. 4.86 1.61 4.41 4.41 


All traffic from Hudson to points indicated moves through Crawford at the local rates given. 








A aes 





rates 
line 
Neb., 
Fort 
this 
l, is 
itive 


iver. 
1eri- 
rth- 
hich 
ford 
has, 
| of 
‘ton 
als, 

as 
the 
‘om 
her 


on 
ity, 
Z0, 


ive 
om 

of 
ity 


in, 
SS 
nd 
in 
of 





May 10, 1913 


the rate to Rapid City plus the local-distance tariff rate 
from Rapid City to Chamberlain. The complainant, how- 
ever, is not confined to Chamberlain, but alleges that the 
oint rates to points between Rapid City and Oacoma, 
as well as the combination rate to Chamberlain, are un- 
just, umreasonable and excessive. As a measure for a 
reasonable rate complainant points to the rate of $3.95 
from Roundup, Mont., a coal-producing point on the Chi- 
cago, Milwaukee & St. Paul, to Chamberlain, and prays 
that the rates from Sheridan to all of the points on its 
line in controversy shall not exceed that amount. 

Coal moves to the stations on the Chicago, Milwaukee 
& St. Paul which are involved in this complaint, from 
Sheridan over the Chicago, Burlington & Quincy to Mys- 
tic, S. D., then over the Rapid City, Black Hills & West- 
ern to Rapid City, and from there on the Chicago, Mil- 
waukee & St. Paul to the points of destination. Coal 
moves from Roundup, Mont., over the line of the Chicago, 
Milwaukee & St. Paul via Aberdeen and Mitchell to 
Chamberlain and the points beyond toward Rapid City. 
The distance from Sheridan to Chamberlain is 551 miles, 
while the distance from Roundup to Chamberlain is 754 


miles, a distance of 203 miles in favor of the Sheridan 
mines. The table following will show the rate situation 
involved in this complaint. 


STATEMENT SHOWING RATES ON COAL, CARLOADS, TO 
STATIONS IN SOUTH DAKOTA ON C., M. & ST. P. 
RY. FROM SHERIDAN, WYO., AND FROM 
ROUNDUP, MONT. 


tates Per Ton of 2,000 pounds.) 
From Sheridan, From Roundup, 
Wyo., via C., B. Mont., via C., M. 
eS = = on 
Aberdeen and 


& Q.; Mystic, R. 
Mitchell. 


C., ae ae a We 
Rapid City, C., 
M. & St. P., be- 


yond, 
——Rate—- Rate 

Per Pet 
Dis- Ton- Dis- Ton- 
tance. Per Mile. tance. Per Mile. 
To Miles. Ton. Mills. Miles. Ton. Mills. 
Ss TN oa) sin ca eee 465 $4.00 8.60 840 $4.90 5.83 
Murdo MacKenzie, 8S. D. 475 4.05 8.53 829 4.75 5.73 
en ,..t mbes soe cheboe 486 4.22 8.68 819 4.60 5.62 
pl ee 499 4.31 8.64 806 4.41 5.46 
i ? i ns we > See 511 4.40 8.61 794 4.25 5.35 
Kennebec, S. D......... 521 4.50 8.64 784 4.10 5.23 
Reliance, S. D.......... 584 4.60 8.61 771 3.95 5.12 
SS > ae eae 547 4.85 8.87 758 3.95 5.21 
Chamberlain, 8. D...... 551 *5.22 9.47 754 3.95 5.24 


*To Rapid City, $2.25: beyond, $2.97; through, $5.22. 


This table shows that as we move eastward from 
Okaton toward Chamberlain the distance from Sheridan 
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increases while the distance from Roundup decreases, 
due to the fact that coal does not move from Roundup 
to these points eastward through Rapid City and Okaton, 
as does Sheridan coal, but in the reverse direction through 
Aberdeen, Mitchell and Chamberlain, It is apparent that, 
considered by themselves and independent of each other, 
it would be natura! for the rate from Sheridan to increase 
and for the rate from Roundup to decrease as we move 
from Okaton toward Chamberlain. Complainant, how- 
ever, points to the fact that Chamberlain is 551 miles 
from Sheridan and 754 miles from Roundup, and, because 
of this great difference in distance, as well as competi- 
tive conditions, asks that the rate of $3.95, effective from 
Roundup to Chamberlain, be applied on the movement 
of coal from Sheridan to Chamberlain and be carried 
back as far as Okaton. 

As an additional argument in support of the conten- 
tion that rates from Sheridan to points on the Chicago 
& Northwestern and the Chicago, Milwaukee & St. Paul, 
involved in Dockets No. 4947 and No. 5079, are unjust 
and excessive, complainant calls attention to the rates 
in effect from coal fields in southern Illinois and Indiana. 
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oe me = 
The Chicago & Northwestern Railway is a party to joint 
tariffs under which coal is moved into Nebraska from the 
Ziegler mines in Illinois and from mines in Indiana. Coal 
from the Ziegler mines moves to Ewing, Neb., a-distance 
of 781 miles over one route and 840 miles over the other, 
and pays a rate of $3.35. Indiana coal moves a distance 
of 835 miles to Ewing, Neb., and pays a rate of $3.35. 
Coal moving from Hudson to Ewing, a distance of 602 
miles, pays a rate of $3.35. From Sheridan, however, to 
Ewing, a distance of 572 miles, the rate is $4.15. While 
the Chicago, Milwaukee & St. Paul gets a long haul on 
the coal originating in Illinois and Indiana, the haul of 
the Chicago & Northwestern on coal originating at Ziegler, 
Ill., is no longer on coal originating there than on coal 
originating at Sheridan, Wyo. 

The Chicago, Milwaukee & St. Pau! Railway is a party 
to joint tariffs under which coal is moved to points upon 
its line in South Dakota from Illinois, Lake Michigan 
ports in Wisconsin; Iowa and the twin ports. Coal moves 
from Rutland, Ill., a point on the Chicago & Alton, to 
Chamberlain, S. D., a distance of 723 miles, at a rate 
of $3.95. The Chicago, Milwaukee & St. Paul makes a 
rate of $3.95 to Chamberlain from the mines at Roundup, 
Mont., a distance of 754 miles. Coal moving from Sheri- 
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dan, however, pays a rate of $5.22 for a distance of 551 


miles. In the tables following are given the rates on 


lump coal to a few representative points, which will illus- 
trate the relationship between the coal rates from these 
various field: 






STATEMENT OF RATES 
SOFT COAL, CARLOADS. 


COMPARATIVE 
2,000 POUNDS) ON 


Distance. Rate. 


From Ziegler, Ill, via St. L., I. M. & S. Ry., Mo. 
Pac, and C, & N. W. Ry., to— 


Points between Crawford and Omaha, Neb.: 











DOE. Ke ceteceeevierenn gece : 1,051 $4.784 
GEER. THO co cccctiovesnes dete + 977 4.226 
Valentine, Neb. .......... 914 4.226 
Long Pine, Neb....... enw tek eciits a 859 4.10 
Ewing, Neb. ...... oe 781 3.35 
Clearwater, Neb.* .....ccccec- 770 3.35 
Stanton, Neb.* : sce ee saehoere ‘ 715 2.95 
Points between Oakdale and Scribner, Neb 
Newmins Grove, Neb.* sn ali : ; 737 Bg 
Humphrey, Neb.* ; ; : bestew 720 2.95 
Leigh, Neb.* ett ate arti vathideenae . 705 2.95 
Clarkson, Neb.* ae at sok age 698 2.95 
Points between Norfolk Junction, Neb., and 
Winner, 8S. D.: 
Norfolk, 8S. D.* 728 2.95 
Foster, Neb.* Pathds ce. take dower 750 3.25 
Niobrara, Neb.* 792 3.65 
Fairfax, S. D.*. 843 4.1 
Bonesteel, S. D.*.... seth Sa fete vel ore f S48 4.20 
Points between Fremont and Hastings, Neb 
Linwood, Neb.* .... giah Oh a eae : 670 2.95 
Mc sctectonet é , ee 701 3.20 
Stockham, Neb.* .... Vib ges *Onee rd 746 3.43 
Points between Linwood and Superior, Neb 
Brainard, Neb.* ..... , int omeateecd «ew Os 688 2.95 
Davenport, Neb.* .... eneeaeus oe: 766 3.502 
Points between Platte River and Lincoln, 
Neb.: 
Cedar Biufis, Neb.© .....ccceese b awé 655 2.55 
Colon, Neb.* ....... ‘ ei ain Gee 662 2.55 
Ceresco, Neb.* etek i a eae ; wp 680 ? 55 
From Hudson, Wyo., via C. & N. W. Ry., to 
Points between Crawford and Omaha, Neb 
Chadron, Neb. na oo ake da Gidea bas a1 2.20 
Merriman, Neb ast Te ; 7 $06 2.79 
oN Se ; 168 3.00 
Lone Pine, Neb.... Hee a és aie 523 3.35 
rn DO -. cnceee an ae aha 302 3.35 
Clearwater, Neb.* reoden ‘ ’ 612 3.35 
Stanton, Neb.* a pdinh «e-s aan : 667 3.35 
Points between Oakdale and Scribner, Neb 
Newmans Grove, Neb.*. Ppa daren 674 3.35 
Humphrey, Neb.* 3 : afi 691 
Leigh, Neb.* = eee issn 706 
Clarkson, Neb.* .. cacte Gs , 714 
Points between Norfolk Junction, Neb and 
Winner, S. D.: 
PeGemoe, POOR? 2. iccccssc . ‘ 657 3.35 
Foster, Neb.* a er 679 3.35 
Niobrara, Neb.* .... wae 72 3.40 
Lee ‘ : ; ei 772 3.85 
Bonesteel, S. D.*...... seis x : 777 3.95 
Points between Fremont and Hastings, Neb 
Linwood, Neb.* a 5 ‘ 761 3.35 
a aan aes G0 Obes 792 3.4 
Stockham, Neb.* .......... Sean 837 3.45 
Points between Linwood and Superior, Neb 
Dee, BOG icvcccccecs ee at oa 779 3.35 
Davenport, Neb.* .........- y : 857 3.45 
Points between Platte River and _ Lincoln, 
Neb. : 
Cedar Bluffs, Neb.*...... eda : 746 
Colon, Neb.* ....... p> eis atten s Aekicn Petals «dil 753 
NS Ee Ter 771 
From Sheridan, Wvyo., via C., B. & Q. R. R. and 
C. & N. W. Ry., to— 
Points between Crawford and Omaha, Neb 
i 02 2.71 
Ph. BED 0s vcenes coeaee 376 3.271 
i PE . cnn «ne vciesiede jpale > 139 3.577 
Long Pine, Neb... elne-ae as j 494 3.815 
NG” SS ee 572 4.155 
Clearwater. Neb.* ........ 82 1.173 
pe s.dCaasks ic Kee sé 0 00% oben 638 3.816 
Points between Oakdale and Scribner, Neb. 
Newmans Grove, Neb.*.............+.+- 645 4.02 
Humphrey. Neb.* ........ Pea vs Uvesbans¥ Wwe 661 3.884 
EEE ra eee Seen, one 3.748 
i Re oe wns wae a/e we teks 684 3.748 
Points between Norfolk Junction, Neb., and 
Winner, S. > 
En hades web od Gn cue taateeaekie 628 3.952 
adil Se a Be 650 4.071 
i ME. ng 6 edna cadvecececee 692 4.275 
Ss > Sid wi nila OG oie» wild e600 xe © obo « 743 5.80 
I Ta 748 5.80 
Points between Fremont and Hastings, Neb.: 
i ML dare cus Dock tc bb dé ran'eeadeser 732 3.51 
ae eee a sk ae ule ee ku 0.00 763 3.675 
ee nn UU thle ec tedbawobeadeset SOs 3.675 
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Points between 


Linwood and Superior, Neb. 


Brainard, Neb.* Sc twas ce kh peter wek en a 8 
POV eert, ING oo ccccevewccevecdet xe S28 3.39 
Points between Platt River and Lincoln, 
Neb.: 
CoGear Bistiin, Med.®...ccccrcecseccesss . 717 3.o4 
Ce, BE. nos cme ESS RED ee 724 $25 
Cee ee  Sxc dtc dseteuvewenceues 742 32 








based on 
Craw- 


points are 
figured via 


Sheridan to these 


distances are 


*The rates from 
lowest combinations, but the 
ford and the C,. & N. W. Rj} 


nstance. 


Miles. Rate 


From Rutland, IIL, via Cc. & A. R. R. and ¢ M 
& St. P. Ry., to 

Oxatom. @. D...ca. Mera ‘ pews SOS $4.90 
Murdo MacKenzie, 8S, D.........-ccesess 798 4.75 
emer, E Be cecees ‘ tachuend 788 t. 60 
_: , — ee > Spee 775 4.40 
OS SS a: eee 763 4.2 
Kennebec, § we ewan ed dd Cv éureds dees ves 753 t.10 
Reliance, S. D....... 740 3.95 
Oacoma, S. D.... 727 >. 96 
Ce SO ER due accecestscewds 723 9: 

From Roundup, Mont., via C., M. & St. P. Ry 
Cree. Eh. Divescccsse we bbdawaats S40 4.94 
Murdo MacKenzie, S. D.. ; $29 +.75 
Deaper, &. D......0% . ; J siwthasee'% 819 t.60 
. 8 ar hie © be~ eae: ; . 806 $4.4] 
a, Se Saar eke ‘%* . 794 4.2 
Remmepec, &. D......0.cer bee 784 4.1 
Sa Oe ‘ eSéue e's : 771 3.9. 
Cre ER Bias ewe aeons ies tes See aeneta we 758 3.95 
Chamberlain, S. D....... aeceeien edie ot 754 3.9 

From Sheridan, Wyo., via C., B. & Q. R. R., R. ¢ 

B. H. & W. and C., M. & St. P. Ry., to 

ee a dnb ebi0hcce coheed i eee On00 8 ; . 465 4.00 
Murdo MacKenzie, S. D..... cat ei 475 1.0 
Ck ob b60c bird od eets ee 486 4.22 
an. ~My Biner ceeees .499 4.3 
Pee Gh BPccsveccess . , waa : ..b11 1.40 
i a” SENS in4 Soto neh es va Ue bab ee ele ot - 21 4.56 
ie. MAS coe. os es epenteidedés4sseecak en kas 534 4.60 
SS eee a died a Soh 547 4.35 
Chamberlain, S. D...... ve jams ' ..551 5.22 


These tables show that the Chicago & Northwestern 


and the Chicago, Milwaukee & St. Paul have established 


rates which will permit coal originating on their lines 
at Hudson, Wyo., and Roundup, Mont., respectively, to 
compete with Indiana and Illinois coal, but have not 


given the Sheridan mines a rate which will allow them 
to compete. It will be noted, again, as was pointed out 
in conrection with the first table we have that 
as to points on the Chicago & Northwestern the differen- 


given, 


tial between the rates from Sheridan and from Hudson 
increases as these points of destination are further re- 


moved from the points of origin, the Hudson rate having 
been made low enough to allow competition with Illinois 
and Indiana coal. As to points located on the line of the 
Chicago, Milwaukee & St. Paul, it will be noted that for 
a very long haul from Roundup a comparatively low rate 
has been established, allowing Roundup coal to compete 
with that produced in Illinois and Indiana, while for a 
much shorter distance from Sheridan to the same points 
of destination on the Chicago, Milwaukee & St. Pau! the 
rate is a great deal higher. 

In comparing the rates from Illinois and Indiana fields 
with those from the Wyoming fields it should be remem- 
bered that traffic and operating conditions are different 
in the two sections. Nevertheless, this cannot be ac- 
cepted as an explanation for so great a difference in rates, 
especially in view of the fact that the eastern fields are 
so much further removed from the points of destination 
and that defendants voluntarily established rates from 
western mines on their own lines which allow successful 
competition with Indiana and Illinois coal and which are 
materially lower than the rates complained of in this 
proceeding. We give below a table showing local rates 
on lump coal from western coal fields for like distances 
on the lines of the Chicago & Northwestern, the Chicago, 
Burlington & Quincy, and the Chicago, Milwaukee & St. 
Paul. 
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RATES ON LUMP COAL (PER TON OF 2,000 POUNDS). 














Rate—— 
Per 
Ton- 
Distance. Per Mile. 
Destinations. Miles. Ton. Mills. 
Hudson, Wyo., to points on the C. 
& N. W.— 
Chadron, Neb. ...... » atviw. eee ee $2.20 6.65 
pay Borimegs, Ned.....sscccoevte 2.30 6.55 
Rushville, Neb. ..........- So 2.40 6.61 
6 ine» 50-45 5 n0:6ake oe ee 2.55 6.75 
Me ob si20s ch phe eb enerd { 2.80 6.51 
Pe.. BOO. ccavcchocnoaevs 3.00 6.41 
Po” eS 3.25 6.32 
eS a See ee ee 3.35 6.41 
aa coce mans 3.35 6.17 
ee. COU. 80 sie i eels exe tee 3.35 6.06 
. DO. 6 os sathenseane ae 3.35 5.95 
ee SL. «oo 2s 0.2 6-08 © oo: ecko ae 3.35 5.56 
Coanpwreter, Neb. isciccscicsweed pl: 3.35 5.48 
Sheridan, Wyo., to points on the 
Cc. B. & Q. R. R— 
Marsland, Neb. 2.50 8.31 
Hemingford, Ne 2.50 7.89 
Alliance, Neb. 2.50 7.44 
Lakeside, Neb. 2.75 7.64 
Hyannis, Neb. y 2.75 6.96 
Mullen, Neb. : 2.75 6.35 
Dunning, Neb. 8: 2.75 5.66 
Anselmo, Neb. : 2.75 5.43 
Berwyn, Neb. . : 2.75 5.15 
Litchfield, Neb. E 2.75 4.94 
PS Sc bc 680s vaceaeuae on D 3.00 4.55 
SOM. «épilas tides eweadn 669 3.00 4.46 
Pn: Pn” sabé dies ous saute 683 3.00 4.37 
Roundup, Mont., to points on the 
C., M. & St. P.— 
MICS aa es ce sag gaa en 298 2.50 8.39 
Reeder, N. D..... 32 2.50 7.79 
Haynes, N 22.50 7.23 
Lemmon, S. 2.70 7.46 
McIntosh, S 2.70 6.72 
McLaughlin, 2.70 6.28 
Glenham, S. 2.75 5.86 
Roscoe, S. I 2.75 5.32 
Ipwich, S. D 2.75 5.17 
Aberdeen, 8. 2.75 4.93 
puecnm, @ .. 3.00 5.30 
Chamberlain, 3.95 5.24 
Okaton, 8S. 4.90 5.83 





This table shows that each carrier has established 
comparatively low rates from western mines on its own 
line. hese rates are much lower than those in effect 
from mines located on connecting carriers, and for the 
purpose of comparison with the above table another com- 
pilation is given below showing present rates and those 
requested for like distances over the two-line haul from 
Sheridan to points on the Chicago & Northwestern: 


RATES FROM SHERIDAN, WYO., TO POINTS ON THE 
S & He. 
Present Rate. 
Per Ton- 


Requested Rate. 
Per Ton- 


Distances. Per Mile. Per Mile. 

Destinations Miles. Ton. Mills. Ton. Mills. 
Chadron, Neb.....302 $2.71 8.97 $2.20 7.28 
Hay Springs, Neb. .322 2.88 8.94 2.30 7.14 
Rushville, Neb....33 2.948 8.83 2.40 7.19 
Gordon, Neb.......348 3.084 8.86 2.55 7.33 
CO SUG. secieca 401 3.37: 8.41 2.80 6.98 
Valentine, Neb. ..439 3.577 8.15 3.00 6.83 
Ainsworth, Neb.. .485 3.772 7.78 3.25 6.70 
Long Pine, Neb...494 3.815 7.72 3.35 6.78 
Newport, Neb.....514 3.90 7.59 3.35 6.52 
Stuart, Neb. .....524 3.942 7.52 3.35 6.39 
Atkinson, Neb ..534 3.985 7.46 3.35 6.27 
Ewing, Neb. .....571 4.155 7.28 3.35 5.87 
Clearwater, Neb...582 4.189 7.21 3.35 ».77 


Under the present adjustment of rates coal can be 
moved over the Chicago, Burlington & Quincy from Sher- 
idan to Council] Bluffs, Ia., at a rate of $2.75 per ton, and 
can then be moved back over the Chicago & North- 
western, paying the local-distance tariff rate, to Ewing, 
Neb., as cheaply as it can be moved from Sheridan to 
Ewing by the more direct route via Crawford. 


No sufficient reason has been advanced for the great 
discrepancies in the two sets of rates. The local rates, 
voluntarily established by each of these carriers from the 
mines on their respective lines, can fairly be taken as a 
measure of what they consider reasonable, and if these 
rates should be prescribed for other hauls under sub- 
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stantinally similar conditions the carriers could not very 
well object to them. 

Defendants have called attention to the fact that the 
rates from Hudson and from Roundup, which have been 
used for the purpose of comparison, involve a one-line 
haul, while the haul from Sheridan is over two lines as 
to points on the Chicago & Northwestern and over three 
lines as to points on the Chicago, Milwaukee & St. Paul. 
We have upon various occasions recognized that it is 
just and reasonable for two or more independent roads, 
not parts of the same system, making up a through line, 
to charge a little more for the through transportation 
than would be deemed reasonable for the transportation 
if performed wholly by a single road. But the great dis- 
crepancy between the one-line and the two-line hauls from 
Sheridan, Hudson and Roundup cannot be justified on 
this ground. In the case of Missouri & Illinois Coal Co. 
vs. I. C. R. R. Co., 22 I. C. C., 39, 46, we held: 


Our railroads are called upon to so unite themselves that 
they will constitute one national system; they must establish 
through routes, keep these routes open and in operation, fur- 
nish the necessary facilities for transportation, make reason- 
able and proper rules of practice as between themselves and 
the shippers and as between each other. 


And again at page 44: 


There can be little doubt as to the duty of the carriers wn- 
der the present act. The commerce of the country is regarded 
as national, not local, and the railroads are required to serve 
the routes which they have established or which they may have 
been required to establish in connection with other carriers 
without respect to the fact that this may carry their equipment 
beyond their own lines. 


In Rates from Walsenburg Coal Field, 26 I. C. C., 85, 
87, respondents undertook to advance the coal rates from 
the Walsenburg field, in Colorado, to points in Kansas, 
Oklahoma and Texas by 35 cents a ton, without making 
any change in the rates to the same destinations from 
the Canon City field. The latter field is reached by the 
line of the Santa Fe, the delivering carrier at points of 
destination, while the former involves a two-line haul to 
the points of destination. The following excerpt from 
the opinion in that case will show the stand taken by 
defendant carriers in attempting to justify the 35-cent 
differential: 


Counsel for the Santa Fe * * * stated that his line had 
extended its rails to the Rockvale mines with full knowledge 
that coal would be practically the only traffic upon which that 
branch of its road could make any revenues; that every car 
of coal which it is compelled to join with its co-defendants 
in moving from the Walsenburg mines to the destinations in 
question means a car of coal that will not be moved by its 
Rockvale branch from the Canon City field; that while it is 
true that the Walsenburg mines have idle days, which to some 
extent may be avoided by the present rates to Santa Fe des- 
tinations, it is also true that the Rockvale mines have idle 
days, and that for every idle day saved to the former field 
by the present rate adjustment an idle day is imposed upon 
the latter field; that every carload of coal moved from Walsen- 
burg over the defendant’s rails means that a carload of coal 
will not move from the Rockvale mines; and that from the 
Rockvale mines the Santa Fe has a one-line haul to all des- 
tinations on its own rails, and therefore may retain the full 
rate, while the haul from the Walsenburg mines is over two 
lines, and the Santa Fe must, therefore, share the earnings 
with the initial carrier. 

On these grounds. and also because the Rockvale mines 
on its rails “can supply every bit of coal that is required” by 
consumers at these points in Kansas,‘the Santa Fe claims the 
right, by establishing higher rates from the Walsenburg field, 
to protect itself in its long haul from the Rockvale mines; it 
asserts that it is unjust to require it to maintain rates from 
the Walsenburg mines that will enable that coal to move to 
eqeee destinations and pro tanto to displace the Rockvale 
coal. 


These arguments have, to a large extent, been reit- 
erated by the defendants in the present proceeding. The 
Commission, however, held, at page 88 of the opinion 
in the above-cited case, as follows: 


The obligation of a common carrier to serve the public is 
a broad one and cannot always be fulfilled in a way that is 
most advantageous to the carrier. It is the long haul that 
ordinarily yields the carrier its best profits, and traffic involv- 
ing a long haul over its own rails is usually highly desirable 
from the carrier’s point of view. A one-line haul is equally 
desirable. The Santa Fe has good reason, therefore, to prefer 
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to put the Rockvale coal into the Kansas markets. But coal 
shippers from points on the lines of its connections are clearly 
entitled to reach the same destinations under reasonable rates, 
even though it involves a two-line haul. 


In that case we allowed a differentia] of 10 cents in 
favor of the Canon City field. But the allowance which 
can be made for a two-line haul has been further limited 
by our decision in Investigation of Alleged Unreasonable 
Rates on Meats, 23 I. C. C., 656, 661: 

The addition for a two-line haul is somewhat akin to that 
for a terminal service. A mileage scale ordinarily yields a 
much higher rate in proportion for a short haul than for a long 
one; and when, therefore, two short hauls are combined, it is 
usually unjust to require the two carriers to accept compensa- 
tion at the rate per mile applied for the entire long haul. To 
a degree they are entitled to a higher rate, in consideration 
of the fact that their individual ha$'s are short Now, as 
distance increases the force of this econsideration decreases. 
When distances of over 500 miles are involved, the fact that 
the service is by two lines is largely negligible ie 

Our conclusion, therefore, is that no addition on account 
of the two-line haul should be made where the distance exceeds 
500 miles. In no case for a shorter distance should more than 
one addition be made, and there should be no addition where 
the two lines are part of the same system, as, for example, the 
Atchison, Topeka & Santa Fe and the Gulf, Colorado & Santa 
Fe, which are really one and the same road. 

Each carrier participating in a two-line haul will find 
that operating expenses for its portion of that haul are 
less than they would be if only a one-line haul to the 
junction point were involved, and instead of either deliv- 
ering the car or receiving it from a connecting carrier, 
it were necessary to deliver it to the consignee or receive 
it from the consignor. The one-line haul involves two 
distinct terminal services. Each carrier’s share of a two- 
line haul involves but one distinct terminal service, plus 
a switching movement from one carrier to the other. The 
entire two-line haul involves two distinct terminal serv- 
ices, plus the switching movement from one line to the 
other. In large cities, where the terminal of one carrier 
is far removed from that of the other, switching from 
one to the other often involves much greater expenditures 
than in the present case. However, it involves less ex- 
penditure than the terminal service of delivering to con- 
signee or receiving from consignor at that _ station. 
But where the physical connection between connecting 
earriers is as simple as in these small western towns, 
involving no expensive terminal service, the additional 
cost due to the switching movement is very small, so 
small, in fact, that it may not properly be made the basis 
of an additional charge for a two-line haul of substantial 


length. 


Defendants assert that the reason for the compara- 
tively low local rates from western mines upon their own 
lines is found in the necessity for developing mines to 
supply company fuel. At the present time a very large 
portion of the coa!] produced at Sheridan, Hudson and 
Roundup is purchased by the respective roads serving 
those mines for fuel for their locomotives. This is but 
illustrative, however, of the need of developing these 
mines as a source of fuel supply for consumers through- 
out Nebraska and South Dakota. We have made men- 
tion of the vast quantities of coal awaiting development 
at Sheridan and other western fields. These fields are 
comparatively close at hand. We believe that the facts 
in these cases demonstrate the necessity of promulgating 
rates which will allow this coal to find a market inthe 
territory described. In order to accomplish this result 
there must be a free interchange of traffic at reasonable 
joint rates. 


Defendants have based their defense in these two 
cases largely upon former decisions of the Commission 
which dealt with rates from Rock Springs, Wyo., and 
from Walsenburg, Colo. Rates from Rock Springs to 
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points on the Union Pacific Railroad were involved in 
Nebraska State Ry. Com. vs. U. P. R: R. Co., 13 IL. C. C.,, 
349. That was an early case, decided in 1908, before 
the Sheridan and other Wyoming mines had developed 
to their present extent, and concerned the relationship 
of rates to the various points on the Union Pacific Rail- 
road rather than the rates to all the points on the Union 
Pacific as compared with other rates. The rates as estab- 
lished in that case were not the result of a situation 
such as we have before us in the present instance. The 
following cases dealing with rates from the Walsenburg 
fields in Colorado to points in Nebraska on the Chicago, 
Burlington & Quincy and the Chicago & Northwestern 
were also mentioned by the defendants as recognizing 
rates on the same level per ton per mile as those com- 
plained of in this proceeding: Cedar Hill Coai & Coke 
Co. vs. C. & S. Ry. Co., 16 IL. C. C., 387; Colorado Coal 
Traffic Asso. vs. C. & S. Ry. Co., 18 I. C. C., 572; Cedar 
Hill Coal & Coke Co. vs. C. & S. Ry. Co., 17 I..C. C., 479, 
and Nebraska State Ry. Co. vs. C., B. & Q. R. R. Co., 23 
I. C. C., 1. The Walsenburg rate, however, offers a much 
different situation. On page 7 


of the last case cited tables 
are given showing that the operating expenses of the 
initial roads serving the Walsenburg fields are relatively 
high. As illustrative of the operating conditions at the 
mines in the Walsenburg district we cite the following 
from the opinion in Cedar Hill Coal & Coke Co. vs. C. & 
S. Ry. Co., 16 I. C. C., 387, at page 391: 


While complainants’ mines are operated under most favor- 
able conditions, the operations of the railroads in connection 
with the transportation of coal therefrom are attended by diffi 
culties which it is but fair that we should consider in passing 


upon the reasonableness of the rates here involved All the 


mines in the Walsenburg district are reached by spur tracks, 
which were expensive to build, and which, of course, involve 
operating expenses directly and primarily chargeable against 
this coal traffic. The grades in this district are extremely, 
heavy, an average of 11 empty cars being handled to the mines 
and a like number of loaded cars being handled out. These 
grades make the possibility of runaways a constant menace 
and necessitate constant inspection of cars and the employ- 
ment of extra crews for the proper handling of frains. 

We have made a careful study of the physical char- 
acteristics of the initial carriers serving the Walsenburg 
fields, as shown in their annual reports to the Commission, 
which tend to show that they have extraordinary oper- 
ating difficulties to overcome. But even if conditions with 
respect to the movement of coal from the Walsenburg 
fields were the same as from the Sheridan mines to the 
points of destination herein involved, our past decisions 
would not preclude arriving at a different result under 
the circumstances and conditions which have been shown 
to prevail in the instant cases. The present situation 
has never before been presented for determination. 


Upon considering all the facts as presented at the 
hearing, we hold that joint rates should be established 
by the Chicago, Burlington & Quincy and the Chicago & 
Northwestern from the mines at Sheridan to the points 
on the Chicago & Northwestern, which have been speci- 
fied in the complaint in No. 4947, which should in no case 
exceed the rate from Hudson, Wyo., to the same points 
of destination, except that the rate to common points 
of the Chicago, Burlington & Quincy and the Chicago & 
Northwestern need not be changed from that prevailing 
at the present time. To all common points of the Chi- 
cago, Burlington & Quincy and the Chicago & Northwest- 
ern Sheridan coal is at present upon a competitive basis 
with Hudson. The Chicago, Burlington & Quincy affords 
a route over which the rate from Sheridan is in all cases 
as low as, and in many cases lower than, the rate over 
the Chicago & Northwestern from Hudson. A joint rate 
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should be established by the Chicago, Burlington & 
Quiney, the Rapid City, Black Hills & Western, and the 
Chicago, Milwaukee & St. Paul from Sheridan to Cham- 
berlain, S. D. Defendant’s contention that the compara- 
tively higher rate to Chamberlain is to be accounted for 
by the fact that it involves a haul across an expensive 
bridge over the Missouri River is not convincing. The 
Chieago, Milwaukee & St. Paul does not follow a similar 
line of reasoning in publishing its rates from Roundup, 
from which mines the Chamberlain rate is carried across 
the river to stations beyond Chamberlain. The distance 
from Roundup to Chamberlain is over 200 miles farther 
than from Sheridan to Chamberlain, and for that reason 
we believe that Sheridan should take a rate not to exceed 
that from Roundup to Chamberlain and not a differential 
above the rate from Roundup to Chamberlain, and that 
this rate of $3.95 should be carried back as far as Okaton, 
Ss. D. 

The complaint in Docket No. 5078 attacks joint rates 
on coal from Sheridan, Wyo., to points along the line of 
the Northern Pacific and connecting roads in Montana, 
North Dakota, Idaho, Washington, and Oregon, published 
in Chicago, Burlington & Quincy tariff, I. C. C. No. 9887. 
Complainant alleges that these rates are unjust, unrea- 
sonable and excessive, and unduly discriminatory as com- 
pared with rates in effect to the same destinations from 
Red Lodge, Mont., on the line of the Northern Pacific, 
and from Bear Creek, Mont., on the line of the Montana, 
Wyoming & Southern. Complainant prays that the same 
rates be established from Sheridan as are now in effect 
from Red Lodge, as per statement of rates requested, 
attached to the complaint. 


The rate situation involved in this complaint iseshown 
in the following table of rates: 


RATES ON SOFT COAL (PER TON OF 2,000 POUNDS) 
From Red Lodge, 
Bridger, Joliet and 


From Sheridan, Wyo. Fromberg, Mont. 


—Rate— —Rate—— 
Distance Per 
Dis- Ton- (Aver- Ton- 
tance. Per Mile. age). Per. Mile. 
Destinations Miles. Ton. Mills. Miles. Ton. Mills. 
Points east of Bil- 
lings, Mont.— 
Big Horn, Mont.... 202 $2.15 10.64 102 $1.15 11.27 
Forsythe, Mont. ... 245 2.35 9.59 145 1.35 9.31 
Rosebud, Mont. ... 257 2.40 9.34 157 1.40 8.92 
Miles City, Mont... 290 2.55 8.79 190 1.55 8.16 
Zeeey. BoM. .scces 330 2.75 8.33 230 1.75 7.64 
Glendive, Mont..... 368 2.95 8.02 268 1.95 7.28 
Wilbaux, Mont...... 399 3.10 7.77 299 2.10 7.02 
Medora, N. D...... 435 3.25 7.47 335 2.25 6.72 
Dickinson, N. D... 474 3.35 7.07 374 2.35 6.28 
ee . ee > See 514 3.40 6.61 414 2.40 5.81 
Bismarck, N. D.... 590 3.55 6.02 490 2.55 5.20 
Dawson, N. D...... ‘642 4.05 6.31 542 3.05 5.63 
Jamestown, N. D... 691 4.50 6.5 591 3.50 5.92 
Points west of Bil- 
lings, Mont.— ‘ 
Parke City, Mont.. 166 1.80 10.84 36 .80 22.22 
Grey Cliff, Mont.... 214 2.05 9.58 84 1.05 12.50 
Livingston, Mont... 259 2.25 8.69 129 1.25 9.95 
Logan, Mont........ 308 2.50 8.12 178 1.50 8.54 
Alder, Mont.......: 392 2.95 7.53 262 1.95 7.44 
Butte, Mont. ...... 379 2.50 6.60 249 1.65 6.63 
Anaconda, Mont.... 405 3.00 7.41 275 2.00 7.27 
Helena, Mont. ..... 382 2.50 6.54 252 1.65 6.55 
Boulder, Mont....... 417 3.05 7.14 287 2.05 7.21 
Garrison, Mont. ... 430 3.10 7.21 300 2.10 7.09 
Drummond, Mont... 452 3.20 7.08 322 2.20 6.83 
Missoula, Mont..... 501 3.45 6.89 371 2.45 5.58 
Stevensville. Mont.. 529 3.60 6.78 399 2.60 6.52 
St. Regis, Mont..... 580 3.90 6.74 450 2.90 6.44 
Wallace, Idaho..... 636 4.00 6.30 506 3.00 5.93 
Herron, Mont....... 651 4.35 6.68 521 3.35 6.43 
Spokane. Wash..... 758 4.45 5.87 628 3.50 ».57 
Walla Walla, Wash. 968 4.45 4.59 838 4.00 4.78 
Tacoma, Wash......1,153 5.25 4.55 ams 
Seattle, Wash. ....1,156 5.25 4.54 Sis cnt odes 
Portland, Ore....:..1,296 5.75 4.44 1,166 4.25 3.64 


The Northern Pacific applies its Billings rate to sta- 
tions east and west of Billings as a blanket rate on coal 
originating at Red Lodge, Bridger, Joliet and Fromberg, 
Mont. Reference to the above table will show that the 
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distance from Sheridan to points east of Billings exceeds 
the average distance from these four mines by 100 miles 
and to points west of Billings by 130 miles. The rate 
from Sheridan to Billings over the Chicago, Burlington 
& Quincy is $1 per ton, and the through rate established 
by the Northern Pacific and the Chicago, Burlington & 
Quincy from Sheridan to points on the Northern Pacific 
east and west of Billings is, in general, the Burlington 
rate of $1 to Billings plus the blanket rate from the Red 
Lodge branch territory. To some of the more distant 
points of destination the through rate is a little less 
than the sum of the locals. As a consequence the Sher- 
idan mines are at a disadvantage of from 85 cents ta $1 
in competing at points on the Northern Pacific with the 
mines located on that railroad. Bear Creek is uniformly 
23 miles farther from points of destination herein involved 
than the average distance from the four Northern Pacific 
mines named, and takes a rate in most instances 35 cents 
above the Billings rate. At a few points in the extreme 
West the through rate from Bear Creek is shrunk so as 
to equalize it with the Red Lodge rate. 

The situation in this case differs from that presented 
in No. 4947 and No. 5079, in that the distance from 
Sheridan to points of destination is greater than the dis- 
tance from the mines located on the line of the Northern 
Pacific by an amount which cannot be ignored in making 
rates. But, after having made a reasonable allowance 
for this difference in distance, the same determination 
with regard to the establishment of reasonable int rates 
that was reached in the preceding cases applie. Present 
joint rates are composed of the sum of the loca.s to and 
from Billings and are, in our opinion, excessive, unrea- 
sonable and discriminatory. The local rate from the mines 
at Red Lodge, Bridger, Joliet, and Fromberg to Billings 
is 75 cents, while the local rate from Sheridan to Billings 
is $1. The difference of 25 cents would be, in our opinion, 
a reasonable allowance for the difference in the distance 
from Sheridan and from the Northern Pacific mines to 
points of destination within 500 miles. We believe this 
determination to be in accordance with our decision in 
Consolidated Fuel Co. vs. A., T. & S. F. Ry. Co., 24 I. C. C., 
213. In that case the existing relation of rates on coal 
to points on the Oregon Short Line and its connection in 
the gtates of Idaho, Montana, Washington and Oregon 
was found to be discriminatory as between the Utah 
and the Réck Springs and Kemmerer fields, and the dif- 
ferential against Utah coal was reduced to 25 cents a ton. 
It appeared from the record in the case that the average 
haul from the Utah group is about 122 miles longer than 
from the Kemmerer mines, and about 22 miles longer 
than from the various mines in the Rock Springs district: 
that the haul from the Kemmerer district and the Rock 
Springs district involves a one-system haul, while Utah 
coal involves a two-system haul; and that operating con- 
ditions on the carriers serving the Utah mines are much 
more unfavorable than upon those serving the Kemmerer 
and Rock Springs mines. 

In our discussion of the other two cases involved in 
this proceeding we have given our reasons for denying 
any additional allowance for a two-line haul over and 
above what would be a reasonable rate for a one-line 
haul for the same distance. 

As the distance to points of destination increases, 
the differential between the rates from Sheridan and from 
Red Lodge should be even more contracted. In Black 
Mountain Coal Land Co. vs. S. Ry. Co., 15 I. GC. C., 286, 
at page 296, the Commission held: 
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It is a rule of well nigh universal application that as dis- 
tance increases difference in distance becomes relatively less 
important. 


In Williams Co. vs. V. S. & P. Ry. Co., 16 I. C. C., 482, 
at page 487, the following language is used: 


Stated in other words, differentials diminish with increasing 
distance and vanish when the mileage on which the differential 
is based becomes inconsiderable in proportion to the total 
mileage from basing point to destination. 


In Investigation and Suspension Dockets 38 and 38-A, 
21 I. C. C., 591, at page 594, we held: 

* * * Differences in rates based upon distance should de- 
crease as the distance to points of destination increases. * * * 

To carry out the thought expressed in the quotations 
given above, the rate from Sheridan to points between 
500 and 600 miles distant should not exceed 15 cents 
over the rate from Red Lodge; to points between 600 and 
700 miles distant it should not exceed 5 cents over the 
rate from Red Lodge; and to points over 700 miles dis- 
tant the rate from Sheridan should be the same as the 
rate from Red Lodge, Mont. 

Carriers will be expected to issue tariffs in accord- 
ance with these findings. If such tariffs are not filed 
with the Commission within 30 days after the service of 
this decision, an appropriate order will be issued. 


AS TO IRON ORE ADVANCES 


|, & S, DOCKET NO. 209 OPINION NO. 2294 
(26 I. C. C. Rep., P. 675.) 

ADVANCES ON GROUND IRON ORE FROM POINTS 
IN ALABAMA, GEORGIA AND TENNESSEE TO 
BOSTON, NEW YORK, PHILADELPHIA AND 
OTHER POINTS. 

Submitted Feb. 18, 1913. Decided April 8, 1913 


1 The withdrawal of commodity rates on ground iron ore in 
carloads from certain Alabama, Georgia and Tennessee 


points, other than Chattanooga, to the north Atlantic 
ports, leaving in effect higher class rates, found to be 
justified. 


2. Proposed advance in the all-rail and rail-and-water rates 
on ground iron ore, in carloads, from Chattanooga to New 
York and Boston found not to be justified. 


O. L. Bunn for Chattanooga Paint Co. 

M. C. Hall and R. Walton Moore for Nashville, Chat- 
tanooga & St. Louis Railway and Southern Railway Co. 
Report of the Commission, 

MARBLE, Commissioner: 

The advances ‘involved in this investigation are of 
two kinds: (1) Advances in the all-rail apd rail-and- 
water rates on ground iron ore in carloads from various 
points in Alabama, Georgia and Tennessee to Boston, 
New York, Philadelphia and Baltimore, and (2) advances 
in similar rates from Chattanooga, Tenn. to Boston and 
New York. The proposed advances, which were an- 


nounced in Washburn’s supplement, No. 6 to I. C. C. No. - 


95, were suspended. 

Objections to advances contained in the above- 
named tariff were made by the Chattanooga Manufac- 
turers’ Association. At the hearing it was developeu, 
however, that there is no objection to the proposed 
advances from Alabama, Georgia and Tennessee points 
other than Chattanooga, because there is no movement 
of ground iron ore from these points to the North At- 
lantic ports. 

During each of the past 10 years from two to four 
carloads of ground iron ore have been shipped al: rail 
from Chattanooga to New York. There appears to have 
been no movement by rail and water. From 1904 to 
1909 the all-rail rate for-this haul was $4.65 and the 
rail-and-water rate $3.57. The present all-rail rate of 


$3.57 was first published in 1909. The carriers now propose 
an all-rail rate of $5.95 and a rail-and-water rate of $5.50. 
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Evidence was offered to show that the divisions re- 
ceived by the southern carriers out of the present rates 
are unduly low, but disputes between carriers as to divi- 
sions do not justify increases of rates. The only other 
justification attempted is that the present all-rail rates 
were introduced by error. We cannot find that rates 
which have been in effect for over three years were in- 
advertently published. The act expressly places upon 
carriers the burden of justifying increased rates. The 
earriers have completely failed in the present case to 
meet this requirement. 

In view of the whole record we conclude that the 
withdrawal of the commodity rates from Alabama, Geor- 
gia and Tennessee points other than Chattanooga should 
be permitted, without in any way passing upon the rea- 
sonableness of the resulting class rates as applied to 
iron ore. The proposed advances in the all-rail and 
rail-and-water rates from Chattanooga to New York City 
have not been justified. The proposed advances from 
Chattanooga to Boston can stand only upon a theory that 
would sustain the advances to New York. They must 
also, therefore, be disallowed. An order will be entered 
in accordance herewith. 


oo 


ORDER, 

It appearing, That Jan. 3, 1913, the Commission en- 
tered upon an investigation concerning the propriety of 
proposed schedules of rates on ground iron ore in car- 
loads filed by M. P. Washburn, agent, in supplement No. 
6 to his tariff, I. C. C. No. 95, page 1, items 1 to 6; 
page 2, item 7, and page 3, item 1, and subsequently 
ordered that the operation of said schedules be sus- 
pended until Nov. 7, 1913; 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the carriers respondents herein 
and named in said tariff be, and they are hereby, notified 
and required to cancel on or before July 1, 1913, item 
7, on page 2 of the above supplement, in so far as it 
proposes advances in rates on ground iron ore from 
Chattanooga, Tenn., to Boston, Mass., and New York, 
N. Y., and continue in force for a period of two years 
from and after said July 1, 1913, rates for the trans- 
portation of ground iron ore from Chattanooga, Tenn., 
to Boston, Mass., and New York, N. Y., which shall not 
exceed the rates in force for said transportation on 
Jan, 3, 1913. 

It is further ordered, That as to all other rates sus- 
pended by these proceedings, said order of suspension 
be, and it is hereby, vacated and set aside as of date of 
July 1, 1913. 


RATES ON SAND TO HOUSTON, TEX. 
|. & S. DOCKET NO. 156 OPINION NO. 2295 
. (26 I. C. C. Rep., P. 677. 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF SAND 
AND GRAVEL FROM POINTS IN THE STATE OF 
LOUISIANA TO TEXAS POINTS. 


Submitted Jan. 19, 1913. Decided April 7, 1913. 


Increased rates on sand and gravel from Anchorage, La., to 
Houston and Beaumont, Tex., and from Kinder, La., to 
Houston held not to be unreasonable. Rate from Kinder 
to a found to be excessive. Order of suspension 
vacated. 
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Harry J. Fernandez for Tioga Gravel Co., Ltd. 

Charles S. Wadsworth for Creosoted Wood Block 
Paving Co. 

J. K. Dorrance for Fred A. Jones Building Co. 

Andrews, Ball & Streetman and Fred H. Wood for 
New Orleans, Texas & Mexico Railroad Co. and Beau- 
mont, Sour Lake & Western Railway Co. 

H. A. Scandrett and J. R. Christian for Galveston, 
Harrisburg & San Antonio Railway Co. and Texas & 
New Orleans Railroad Co. 


Report of the Commission. 


HARLAN, Commissioner: 

The rates on sand and gravel under suspension here 
were published by the New Orleans, Texas & Mexico 
and the Beaumont, Sour Lake & Western railway com- 
panies, both in the Frisco system, to take the place of 
lower rates established in the summer of 1911 as the 
result of conferences with the Thompson Co., which owns 
and operates a sand and gravel pit at Profits Island, in 
the Mississippi River, about 14 miles north of Anchorage, 
in the state of Louisiana. The sand company on its own 
barges tows the sand and gravel to the west bank of 
the river, and under a trackage agreement with the 
Texas & Pacific handles the cars with its own engines 
from that point to Anchorage, where they are delivered 
to the Frisco. From Anchorage the present rate to 
Beaumont and Houston is 4% cents per 100 pounds. By 
the tariffs under suspension the respondents propose to 
advance the rate to 6% cents per 100 pounds. 

The record makes it entirely clear that, at the re- 
quest of the owners of the Thompson pit, the present 
rate from Anchorage was put in by the Frisco lines ex- 
perimentally and upon the representation that the sand 
company would ship from 50 to 100 cars of sand and 
gravel a month to Houston and Beaumont; the negotia- 
tion seems to have included a specific understanding 
that if the traffic should not move in that volume or 
the rate should prove unremunerative it would be with- 
drawn. Some months after it had been in effect the re- 
spondents learned that no sand and gravel had moved 
to Houston and that only 74 cars had moved to Beau- 
mont. They thereapon decided to withdraw the rate; 
but on the statement by the sand company that it had 
contracts outstanding for the delivery of sand and gravel 
at Houston the rate was permitted to remain in effect. 
But the volume of traffic for 1912 did not increase; in 
January but one carload moved to Houston and 15 to 
Beaumont: in February 71 cars were forwarded to 
Houston and 2 to Beaumont; in May and June no sand 
or gravel was shipped to either destination. Under 
these conditions the respondents again took the matter 
up with the sand company and finally filed the tariff 
under*suspension. The Thompson Co. made no protest 
to us and did not appear at the hearing. Possibly it 
does not regard it as practicable to compete in that 
market, in view of the competition of the Texas sand pits 
enjoying lower rates to Houston. 

The Thompson gravel pit on Profits Island is the 
only one shipping over the Frisco in this locality; but 
in order to conform to the fourth section the 4%-cent 
rate from Anchorage to Beaumont and Houston, provided 
in the present tariff, was made applicable also from inter- 
mediate points, including Kinder, which is 100 miles 
south of Anchorage, in Louisiana. This is the rate that 
is in controversy in this proceeding. It appears that the 
Tioga Gravel Co. operates a sand and gravel pit near 
Simms, a point in the same state on the rails of the 
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St. Louis, Iron Mountain & Southern, 76.6 miles distant 
from Kinder. It was on the protest of this company that 
the effectiveness of the tariff in question was suspended. 
By shipping its sand and gravel from Simms into Kinder 
at the local state rate of 2% cents per 100 pounds and 
reshipping thence to Beaumont and Houston, they have 
the benefit of a through charge of 7 cents per 100 
pounds. There are no through rates and, for some rea- 
son not explained of record, but probably in order to 
take advantage of lower state rates not published with 
us, the bills of lading issued at Simms show Kinder as 
the destination, and the charges to that point are pre- 
paid by the sand company. The traffic is then rebilled 
at Kinder. The conditions under which this is done are 
not disclosed of record in sufficient detail to justify any 
comment beyond an expression of doubt as to its validity. 
There is an intimation, however, of record that the Tioga 
Gravel Co. had asked the respondents for through rates 
from Simms to Houston and Beaumont, but satisfactory 
arrangements were not made. The proposed tariff, as 
heretofore explained, increases the rate from Kinder to 
Houston by one-half cent, or from 4% to 5 cents, per 100 
pounds, and the question before us on the protest of 
the Tioga Gravel Co. is whether the proposed rate is 
reasonable, 

Besides showing that the 4%-cent rate from Anchor- 
age was put in experimentally and extended to Kinder in 
compliance with the fourth section and not with the 
expectation that it would be used, the respondents show 
that this is a sparsely settled country with a compara- 
tively thin traffic, Beaumont being the only point of 
any importance east of Houston. The traffic from Anch- 
orage was desirable to the carriers as a filler for trains 
moving westward under light loads, and because it could 
be handled through to destination on their own rails 
without the absorption of any switching charges of other 
lines. Moreover, as stated, the respondents ‘had been 
led to think that the traffic would be more or less sub 
stantial. This proved, however, not to be the case; and 
the particular sand company, in the interest of which the 
present rates were established, is apparently not object- 
ing to an increased rate. 


The present rate of 4% cents from Anchorage to 
Houston, a distance of 272 miles, yields revenues of 3.31 
mills per ton per mile; to Beaumont, a haul of 183 miles, 
the revenue per ton per mile is 4.92 mills; from Kinder 
to Houston, 172.3 miles, the per-ton-mile revenue under 
the present rate is 5.2 mills and under the proposed rate 
5.8 mills. In view of the low grade of this commodity 
and of the fact that it loads heavily and gives rise to 
practically no claims for loss and damage, the present 
earnings per ton per mile from Kinder would be re- 
garded as reasonably remunerative in other parts of the 
country. They are, in fact, substantially higher than the 
revenue per ton per mile under rates on sand and gravel 
to be found elsewhere. But the average revenue of the 
respondent carriers per ton per mile for the year ending 
June 30, 1911, on all traffic was 11.09 mills. The cost 
of operation for December, 1911, and January, 1912, is 
said of record to have averaged 7.2 mills; the proposed 
rate of 5 cents per 100 pounds on sand and gravel from 
Kinder to Houston will therefore yield less than the 
average cost of operation on all the traffic of the re 
spondent lines. It is said that no single commodity is 
carried by the respondent lines at as low a rate per ton 
per mile as sand and gravel from Anchorage to Houston, 
and only two commodities, ores and steel rails, at a 
lower rate per ton per mile than was earned on gravel 
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from Anchorage to Beaumont. Moreover, the proposed 
rate of 5 cents per 100 pounds from Kinder to Houston 
is exactly the rate for a similar distance provided by 
the state commission on sand and gravel in Texas. The 
local seale of that state also makes a rate of 6% cents 
on sand and gravel for hauls within the state of the dis- 
tance of the haul from Anchorage to Houston, the pro- 
posed rate between the latter points being 6% cents. If 
the Louisiana mileage scale were applied, the rate would 
be 7 cents from Anchorage and 4 cents from Kinder; 
we are told, however, on the brief of the respondents, 
that the Louisiana rates are generally regarded by the 
carriers as unduly low and are being protested. 


The Tioga company apparently makes no point of 
the rates on roofing gravel; it cannot profitably compete 
in that market with the roofing gravel from pits in 
Texas, which are more favorably located and have lower 
rates to Houston. Moreover, the demands of that mar- 
ket are chiefly for concrete gravel. But even under the 
present rates the Tioga company has been unable to 
ship any concrete gravel to Houston and only 10 cars of 
roofing gravel. It is well to add that the movement from 
the pits at Simms involves a haul over three lines of 
railway. The Tioga company is about to build a line of 
its own into Alexandria, which will enable it to reach 
Houston over several different connecting lines: over the 
Southern Pacific it will then have a one-line haul. 

From all the facts of record, we are of the opinion 
that the proposed increases in the rates from Anchorage 
to Beaumont and Houston and from Kinder to Houston 
have been justified on the record and are not shown to 
be unreasonable. The earnings per ton per mile on sand 
and gravel from Kinder to Beaumont, a haul materially 
shorter than the haul from Kinder to Houston, are not 
discussed of record; it is not clear, in fact, that the 
Tioga company is especially solicitous about the Beau- 
mont rate. However that may be, the entire situation 
is before us, and we think there can be no doubt that 
the proposed rate of 5 cents per 100 pounds for the haul 
of 83 miles from Kinder to Beaumont is excessive, and 
we so_find. All things considered, we deem it proper 
to vacate the order of suspension, but we shall look to 
the parties, after a conference with one another, to make 
further suggestions as to what would be a proper rate 
for the future from Kinder to Beaumont when consid- 
ered in relation to the increased rate from Kinder to 
Houston; there is no sufficient basis in the record to 
enable us to fix the Beaumont rate. We shall retain the 
record before us for the purpose of entering such further 
order as may be required. 





ORDER. 

It appearing, That on Sept. 5, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: F. A. Leland, agent, Supple- 
ments Nos. 8 and 10 to I. C. C. No. 894, and Supplements 
Nos. 8 and 10 to Southwestern lines tariff No. 21-L, and 
ordered that the operation of said schedules contained in 
said tariffs be suspended until Jan. 4, 1913; 

It further appearing, That on Dec, 21, 1912, the Com- 
mission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of the rates, 
charges, regulations and practices stated in schedules 
contained in the following tariffs: F. A. Leland, agent, 


Supplements Nos, 2 and 5 to I. C. C. 945, and ordered 
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that the operation of said schedules contained in said 
tariffs be suspended until May 3, 1913: 

‘And it further appearing, That a full investigation 
of the matters and things involved has been had, and 
that the Commission has, on the date hereof, made and 
filed a report containing its findings of fact and conclu- 
sions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until May 3, 1913, the operation of schedules 
contained in the tariffs therein designated be, and they 
are hereby, vacated and set aside as of May 3, 1913. 

It is further ordered, That a copy hereof be forth- 
with served upon F. A. Leland, agent, and upon the car- 
riers respondent herein and named in said order of sus- 
pension of Sept. 5, 1912, and that a copy hereof be filed 
with said tariffs in the office of the Commission. 


RATES ON EXCELSIOR | 


1. AND S. DOCKET NO. 170 OPINION NO. 2298 
(26 I. C. C. Rep., P. 689.) 

IN THE MATTER OF THE INVESTIGATION AND SUS- 

PENSION OF ADVANCES IN RATES BY CARRIERS 

FOR THE TRANSPORTATION OF EXCELSIOR 


FROM ST. PAUL, MINN., AND OTHER POINTS 
TO CHICAGO, ILL., AND OTHER POINTS. 








Il. and S. Docket No. 182. 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF FLAX TOW, 
FLAX MOSS AND FLAX FIBER, BETWEEN ST. 
PAUL, MINN., WINONA, MINN., AND OTHER 
POINTS AND CHICAGO, ILL., PEORIA, ILL., KAN- 
SAS CITY, MO., AND OTHER POINTS. 


Submitted Feb. 20, 1913. Decided April 14, 1913. 


1. Proposed advances in the rates on flax tow and excelsio! 
from St. Paul to Chicago found to have been justified. 


2 Proposed advances in the rates on flax tow and excelsior 


from St. Paul to Des Moines, Omaha, Kansas City and 
other points found not to have been justified. The car- 
riers, however, are not precluded from undertaking rea- 
sonable adjustments of the rates to these points 


Blair & Hillyer and J. W. Keogh for John W. Keogh 
& Co. 

C. T. Bradford for Internationa] Flax Twine Co. 

C. C. Wright, Robert H. Widdicombe and O. F. Cleve- 
land for Chicago & Northwestern Railway Co. 

J. G. Morrison and G. T. Kelly for Chicago Great 
Western Railroad Co. 

J. N. Davis and C. A. Lahey for Chicago, Milwaukee 
& St. Paul Railway Co. 

H. M. Pearce for Chicago, St. Paul, Minneapolis & 
Omaha Railway Co. 

F. B. Townsend for Minneapolis & St. Louis Railroad 
Co. 

A. P. Humburg and R. V. Fletcher for Illinois Central 
Railroad Co. 

R. G. Brown for Chicago, Rock Island & Pacific Rail- 
way Co. 

R. B. Scott and George H. Crosby for Chicago, Bur- 
lington & Quincy Railroad Co. 

A. H. Lossow and A. H. Bright for Minneapolis, St. 
Paul & Sault Ste. Marie Railway Co. 

F. G. Wright and C. C. P. Rausch for Missouri Pacific 
Railway Co. 
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May 10, 1913 


Report of the Commission. 


BY THE COMMISSION: 

These investigations involve the reasonableness of 
certain proposed advances in rates on flax tow and ex- 
celsior from St. Paul, Minn., and other points to Chicago 
and other points. In a previous case entitled Keogh & 
Co. vs. C., B. & Q. R. R. Co., 24 I. C. C., 606, the rates 
on excelsior out of St. Paul to Chicago, St. Louis and 
Missouri River points were attacked, and the Commis- 
sion held that the rates on excelsior should not exceed 
the rates contemporaneously in effect on flax tow. Fol- 
lowing this decision the Western Trunk Line Committee 
published supplements to its excelsior tariffs reducing 
the rates on excelsior to the level of the flax-tow rates 
from St. Paul to Chicago and other points. Later sup- 
plements to these tariffs were filed withdrawing these 
reduced rates by all carriers excepting the Burlington 
road, and increasing the flax-tow rates to equal those on 
excelsior. To illustrate, the rate on excelsior between 
St. Paul and Chicago was 13% cents when.this rate was 
attacked by Keogh & Co. After the Commission said 
that the rate on excelsior and flax tow should be the 
same the carriers reduced the rate on excelsior to 10 
cents, which was the flax-tow rate from St. Paul to 
Chicago. After these rates were in effect for a short 
time the carriers withdrew them and filed tariffs making 
the rates on flax tow and excelsior 13% cents. They 
thus have effected an increase in the flax-tow rate to 
equal the excelsior rate which was in effect prior to. the 
decision of the Keogh case and have fixed the same rate 
for both commodities. These tariffs are under suspension, 
and the carriers have been called upon to justify the 
increases effected. 

The response made is in large part a presentation to 
the Commission of a series of tables comparing the rate 
between St. Paul and Chicago with the rates between 
other points of origin and like destinations, and com- 
paring the receipts on flax tow and excelsior with those 
upon other commodities. The carriers urge that the pro- 
posed basis of rates on flax tow and excelsior is less 
than either the class C or the hay rate. 

COMPARISON OF RATES, IN CENTS, PER 100 POUNDS. 


Excelsior Rate. Flax Tow Rate. 


Pro- Class C Hay Pro- 
Present. posed. Rate. tate, Present. posed. 
St. Paul to— 
PO Save cee 10 13% 17 15 10 13% 
ar 10 13% 17 15 10 13% 
St. Louis...... 12% 18 18 18 12% 18 
SN, ov vero de 22 22 20 14 20 
Fond du Lac to 
CRICERO ..6cv ose 10 molt 12 10 12 
a. PARAS “wee 16 12% 16 
St. Louis...... 18 det 18 18 18 
COMODO. | oc oscensee saat 22 20 20 
Oshkosh to 
COMOEBO § ccccccs 10 Sain 12% 10 12% 
ae 16 my 16 12% 16 
ee PS eee 18 7 i8 18 18 
OMARA .....2<.20 ene 22 20 20 
Winona to— 
Chicago ...... 15 15 12% 10 13% 
a ares 15 15 12% 12% 13% 
St. Louis......15 owes 15 15 15 15 
SPE ge 6 taboo aoe 22 20 20 20 


Excelsior is classed in Western Classification in .class 
C, and flax tow usually takes the hay rate. 


The defendants present a table showing that the 
earnings per car-mile (10-ton loading) under the pro- 
posed basis on excelsior and flax is 6.61 cents between 
St. Paul and Chicago, whereas the Chicago & North- 
western is earning on hay 11.55 cents and an average 
on all carload freight hauled of 17.62 cents. A com- 
parison is also made of the rates on excelsior from St. 
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Paul to Chicago, with the rates per 100 pounds on the 
same commodity from other points to Chicago: 


Parn- 
Earnings ings 
Per Car Per Car 
Rate Rate Per Per Mile Per Mile 
Per 100 Ton Per  11-Ton 12-fon 
To Chicago Distance. Pounds. Mile. Loading. Loading. 
from— Miles, Cents. Mills. Cents Cents. 
we GE beads és *408 10 4.9 5.39 5.88 
Fond du Lac.... 147 10 13.6 14.96 chads 
Oshkosh ........ 164 10 12.1 13.31 
Menominee, Mich. 250 12.5 10 11 
Marshfield ...... 269 12.5 9.2 10.12 
Rhinelander .... 309 13.5 8.7 9.57 
Wscanaba ...... 314 16 10.1 11.11 
Crandon, Wis... 307 13.5 8.8 9.68 
Green Bay, Wis. 199 10 10 ll 
Winona, Minn... 288 15 10.4 11.4 
Proposed Basis: i 
oe. Ree 408 13.5 6.6 7.26 7.92 
Avg. all freight. ... Paice 9.3 


*C., M. & St, P. mileage. 


The following is a statement showing the earnings 
per ton per mile of the present and proposed rates on 
flax tow from St. Paul to Chicago, Peoria and Omaha, 
also comparisons of rates on hay from and to the same 
points: 


Flax Tow Rate. Hay Rate.* 


Per 100 Per Ton Perl00 Per Ton 
Distance. Pounds. Per Mile. Pounds. Per Mile. 
Miles. Cents. Mills. Cents Mills. 
From St. Paul, 
Minn., to— 
Chicago, Ll ..408 710 4.9 15 7.3 
- $13.5 6.6 i7 8.5 
Peoria, Tl. ....423 710 4.7 1h 7 
413.5 6.4 17 Ss 
Omaha, Neob.. .346 r14 8 20 11.5 
$20 11.5 20 11.5 


*Proposed hay rates now under suspension *Present rate. 


tProposed rate. 

The following are the present and proposed rates on 
excelsior from St. Paul and elsewhere to Chicago, St. 
Louis and Omaha, as compared with rates from other 
manufacturing points: 


Rate Rate 
: Per 100 Per Ton 
To Chicago, lL, from— Distance. Pounds. Per Mile. 
St. Paul, Minn: Miles. Cents. Mills. 
DEE {wanes oes 6 cap tibewsted 408 10 1.9 
SINE 2S nia. d:n's o:a.aiclenish 0 pele 408 13.5 6.6 
ee Se EU, 5 55 eo aw bus biveia's Bs 369 13.5 7.3 
en. CM” wc acnsscctdecas lame 12.5 9.3 
Eoemeere <areve, WIS, .. cc cccceccess 254 12 9.4 
WO) EEL. and ma'eeed css Sens ke cieee 12.5 9.4 
yo. 2 Sea 13.5 8.7 
To St. Louis, Mo., from— 
St. Paul, Minn.: 
WOES oakcd cade ed Meween deen 576 12.5 4.3 
EEE. 25:0 amamen 4.4 bck. 6.6: 0 a 2 Ta 18 6.2 
oo rie 627 18 5.7 
OS Se ee Ls 6.5 
Soldiers Grove, Wis............... 458 16 7 
ON, OP. kino a n'n 0.9% 6 0.540 cae ee 18 6.6 
TOMMMEWE, Wi8. co icc'cccccscnseccsBOd 22 7 ¢ 
To Omaha, Neb., from— 
St. Paul, Minn.: 
OR. 646. v0 ceds thieves kckapecuee 14 8 
UE ot es bk aedeceéucinseueee 22 12.7 
gg Se re arr ee 455 22 9.7 
pS Se 3 Ser errors 22 8.6 
Soldiers Grove, Wis............... 424 22 10 
yO, In. 68'S 5 Ei eed on dno cael 22 8.2 
OGMREET, POs aw ncowss scenic 5 se 23 7.9 


To meet this showing Keogh & Co., the protestants, 
urge that the increase in the rates on flax tow simulta- 
neously made by the members of the Western Trunk Line 
Committee on Dec. 1, 1912, was the result of a combina- 
ation and agreement among the several carriers and that 
the Commission has heretofore held that evidence that 
rates were so made is admissible as tending to bring 
in question the reasonableness of such rates, citing Tift 
vs. S. Ry. Co., 10 I. C. C., 570. The record justifies an 
inference that these rates were increased as the result 
of a common understanding. Furthermore, the manner 
in which the rates on excelsior were reduced and then 
both the flax-tow and excelsior rates increased must 
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raise in the fairest mind the suspicion that this course 
was prompted by the decision in the Keogh case and 
did not arise in the first instance in the minds of the 
carriers. The one question, however, which we have to 
solve under the Act to regulate commerce is whether 
these advanced rates are reasonable or not. Existing 
rates, mileages and proposed rates are given in the table 
following 
Present Tow and 


Excelsior Rate 
Per 100 Per Ton- 


Proposed Rate 
Per 100 Per Ton- 


Distance. Pounds. Mile Pounds. Mile 

Miles. Cents Mills Cents. Mills 
From St. Paul to: ‘ 
Chicago ina ce 10 1.9 13% 6.61 
Des Moines . 312 13% 8.97 17 10.89 
Omaha er 14 8.06 *20 11,52 
Council Bluffs...342 14 S.18 20 11.70 
St. Joe, Mo ..469 14 ot 20 8 52 
Leavenworth ...506 14 5.93 20 7.90 
Kansas City »Oa0 14 » 21 0 7.44 


*Proposed rate on tow 

The protestant makes comparison between the rates 
from Richmond, Va., and other points to Cleveland, Cin- 
cinnati. South Bend, Indianapolis and Pittsburgh with 
the present and proposed rates on excelsior from St. 
Paul to the same points, contending that flax tow and 
excelsior are low-grade commodities which are in close 
competition with the same or substitute commodities 
all over the United States, and that they must move 
upon an extremely low rate or cannot move at all. 
As evidencing this point attention is also called to the 
rates on excelsior from Milo, Me., to Cleveland, O., a 
distance of 913 miles, under a rate of 21 cents per 100 
pounds, while the rate from St. Paul to Cleveland, a 
distance of 767 miles, is at present 25 cents per 100 
pounds and under the proposed rate 28% cents per 100 
pounds.- The rate from Milo, Me., to Cincinnati, 1,270 
miles, is 24 cents per 100 pounds, while the rate from 
St. Paul to Cincinnati, 709 miles, is 25 cents per 100 
pounds, and under the proposed rate would be 28% cents 
per 100 pounds. 

Protestant offered exhibits as to excelsior rates which 
are given in corrected form in the tables following: 

Excelsior Rate, 
Carload. 


Per 100 Per Ton 
Distance. Pounds. Per Mile 


From Richmond, Va., to* Miles. Cents. Mills. 
Pittsburgh .......- . oan 17 8.15 
OS SE OTe TT Te os , | 25 5.68 
Indianapolis ........... hia hive 692 23 6.64 
Cleveland i xkevcieleS mev'r wet d 552 20 7.25 
Es co wena ceh es be : 81 22 7.57 
i MT ~os cee e Othe nees nada 780 24 6.15 
SOS din a been he taactaeee sé 918 30 6.53 

Suspended Advance Rates 
Frim Milo, Me., toj— 
Pittsburgh ....... bids hed betline aoe ee 23 4.82 
SD 44.666 wceceebeaden ad 1,142 28 £.90 
ee ae ae 1,176 26 1.42 
DLA” ccevowegdeudesss ceet . 913 21 4.60 
LS <vcccc sadn’ oenwee naw 1,270 24 3.78 
Pt Mn sic ceceene-ess 1,041 27 5.18 
TT ree ioe 1,392 33 4.74 

From Wolfboro Falls, N. H., to 
URMEPMNTIETE ke ceccccece Guiedswian 821 17 4.14 
ES Gress ae Ccte b 6 Adin an be 1,089 28 5.14 
Indianapolis i. dbOd6 os cvseubeagan 26 5.12 
I Ras « dius ckle bb be «0s i. fa 21 5.74 
CE Si shee We ke cesesesees . 994 24 4.82 
Pe VD >is sj'pn ego's 600d s.4¥< 1,003 27 5.38 
Es oe a eh ne ad ane ones 1,280 33 5.16 


*Minimum 20,000 pounds, Rule 27 (from Doswell). 
*Minimum 28,000 pounds. 


Proposed Rate. 
Per 100 Per Ton- 


Present Rate. 
Per100 Per Ton- 


Distance. Pounds. Mile. Pounds. Mile. 
Miles. Cents. Mills. Cents. Mills. 
From St. Paul to: 
Cleveland ...... 767 25 6.52 28% 7.43 
Cincinnati ..... 709 26 7.04 28% 8.04 
South Bend ...496 19 7.66 22% 9.07 
Indianapolis ....605 21% 7.10 25 8.26 
Pittsburgh ....878 28 6.38 31% 7.17 


Rates are sum of locals from St. Paul to Chicago and 
thence to points beyond. 
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We are of the opinion, after a careful review of the 
entire record, that the carriers have justified the in- 
creased rate between St. Paul and Chicago, but the rec- 
ord does not disclose any attempt to justify the increased 
rates to other points, such as Des Moines, Omaha, Coun- 
cil Bluffs, St. Joseph, Leavenworth, Kansas City and St. 
Louis. 

Let us regard for a moment the relation between 
the rates previously existing and the proposed rates. 
The spread between the Chicago and the Omaha rate 
at present is 4 cents, while the spread between the pro- 
posed Chicago and Omaha rates is 6% cents. The spread 
between the Chicago rate and the St. Louis rate is 2% 
cents, while the spread between the proposed Chicago 
and St. Louis rates is 5% cents. To hold that the car- 
riers have not justified the increased rates to St. Louis 
will hold in effect a rate of 12% cents from St. Paul to 
St. Louis as against a 13%-cent rate from St. Paul! to 
Chicago. The proposed rates, however, are not based 
upon any reasonable relationship to existing rates, nor 
do they appear to be based upon any mileage scale or 
other accepted basis. 

We shall hold that the advanced rates on flax tow 
and excelsior from St. Paul to Chicago have been justi- 
fied, while no justification has been given as to the 
other rates out of St. Paul. This, however, will not 
preclude the carriers from submitting to the Commission 
within 60 days a proposed adjustment of the rates to 
other points than Chicago under which none of the 
rates will be increased more than 3% cents per 100 
pounds, and it will be expected that when the mileage 
does not justify even such increase, or any increase 
whatsoever that cannot be justified by the carriers, that 
the new schedule will be free from such incongruities 
or unjustifiable rates. In the meantime all of the rates 
will stand suspended excepting the rates from St. Paul 
to Chicago. 





ORDERS. 
|. and S. Docket No. 170. 

It appearing, That on Oct. 9, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: W. H. Hosmer, agent, supple- 
ments Nos. 15, 16 and 17 to I. C. C. No. A-244, and sup- 
plements Nos. 7 and 8 to I. C. C. No. A-313, and ordered 
that the operation of said schedules contained in said 
tariffs be suspended until Feb. 12, 1913, and on Feb. 1, 
1913, suspended the operation of schedules contained in 
the following tariffs: W. H. Hosmer, agent, supplements 
Nos. 22 and 23 to I. C. C. No. A-244, and I. C. C. No. 
A-364, until June 12, 1913; 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission has, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until June 12, 1913, the operation of schedules 
stating rates on excelsior from St. Paul and points taking 
same rates to Chicago and points taking same rates, 
contained in said W. H. Hosmer, agent, supplements Nos. 
22 and 23, I. C. C. No. A-244, be, and it is hereby, vacated 
and set aside as of May 15, 1913, but as to all other rates 
said order shall remain in full force and effect. 
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It is further ordered, That a copy hereof be forth- 
with served upon agent W. H. Hosmer, and upon the 
arriers respondents herein and named in said orders of 
suspension, and that a copy hereof be filed with said 
tariffs in the office of the Commission. 


i. and S. Docket No. 182. 


It appearing, That on Nov. 20, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: Chicago & Northwestern Rail- 
way Co., supplement No. 15 to I. C. C. No. 6828; Chicago, 
Burlington & Quincy Railroad Co., supplements Nos. 24 
ind 25 to C., B. & Q. I. C. C. No. 8996, No. 15 to I. C. C. 
No. 9652, and I. C. C. No. 10708; Chicago Great Western 
Railroad Co., supplement No. 20 to C. G. W. I. C. C. No. 
1632, supplements Nos. 21 and 22 to C. G. W. I. C. C. 
No. 4633 and supplement No. 8 to I. C. C. No. 4816; Chi- 
cago, Milwaukee & St. Paul Railway Co., supplement No. 
18 to C., M. & St. P. I. C. C. No. B-1026; Chicago, Rock 
Island & Pacific Railway Co., supplements Nos. 17 and 
18 to I. C. C. No. C-8039 and supplement No. 6 to I. C. C. 
No. C-9215; Chicago, St. Paul, Minneapolis & Omaha 
Railway Co., supplement No. 19 to I. C. C. No. 3313 and 
supplements Nos. 8 and 9 to I. C. C. No. 3388, and Min- 
neapolis & St. Louis Railroad Co., supplement No. 12 
to I. C. C. No. 1962, and ordered that the operation of 
said schedules contained in said tariffs be suspended 
until March 31, 1913; 

It further appearing, That on Dec, 20, 1912, the Com- 
mission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of the 
rates, charges, regulations and practices stated in sched- 
ules contained in the following tariff: Minneapolis & 
St. Louis Railroad Co., supplement No. 13 to I. C. C. No. 
1962, and ordered that the operation of said schedules 
contained in said tariff be suspended until March 31, 
1913; 

It further appearing, That on March 3, 1913, the 
Commission ordered that the operation of the schedules 
contained in said tariffs, specified in said orders dated 
Nov. 20 and Dec. 20, 1912, be further suspended until 
Sept. 30, 1913; 

It further appearing, That on March 3, 1913, the Com- 
mission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of the rates 
charges, regulations and practices stated in schedules 
contained in the following tariffs: Chicago, Burlington 
& Quincy Railroad Co., supplement No. 27 to C., B. & Q. 
I. C. C. No. 8996; Chicago Great Western Railway Co., 
supplement No. 23 to C. G. W. I. C. C. No. 4632, and 
supplement No. 25 to C. G. W. I. C. C. No. 4633; Chicago, 
Rock Island & Pacific Railway Co., supplement No. 3 to 
I. €. C. No, C-9275; Chicago, St. Paul, Minneapolis & 
Omaha Railway Co., supplements Nos. 3 and 4 to I. C. C. 
No. 3805, and supplement No. 3 to I. C. C. No. 3806, and 
ordered that the operation of said schedules contained 
in said tariffs be suspended until July 29, 1913; 


And it further appearing, That a full investigation 
of the matters and things involved has been had, and 
that the Commission has, on the date hereof, made and 
filed a report containing its findings of fact and conclu- 
sions thereon, which said report is hefeby referred to 
and made a part hereof: 

It is ordered, That the orders of the Commission 
suspending until July 29 and Sept. 30, 1913, the operation 
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of schedules stating rates on flax tow, flax moss and flax 
fiber contained in the following tariffs, viz. Chicago, 
Burlington & Quincy Railroad Co., I. C. C. No. 10708; 
Chicago Great Western Railroad Co., supplement No. 8 
to I. C. C. No. 4816; Minneapolis & St. Louis Railroad 
Co., supplement No. 13 to I. C. C. No. 1962; Chicago, 
Rock Island & Pacific Railway Co., supplement No. 3 
to I. C. C. No. C-9275, and Chicago, St. Paul, Minneapolis 
& Omaha Railway Co., supplement No. 3 to I. €. C. No. 
3806, in so far as same suspend rates on flax tow from 
St. Paul and points taking same rates to Chicago and 
points taking same rates, be, and they are hereby, set 
aside as of May 15, 1913, but as to all other rates said 
orders shal] remain in full force and effect. 

It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondents herein and 
named in said order of suspension dated Oct. 9, 1912, and 
that a copy hereof be filed with said tariffs in the office 
of the Commission. 


SAFETY APPLIANCE REPORT 


The division of safety appliances has submitted a 
report on the order of the Commission of September 19 
last showing the figures concerning the use of block 
signals as of January 1, this year. There are four tables 
showing the details. From them the following general 
facts are drawn: 

The total length of road in the United States oper- 
ated under the block system on Jan. 1, 1913, was 83,- 
949.8 miles. Of this total, 22,218.8 miles were automatic 
and 61,731 miles were non-automatic. There was an in- 
crease of 1,883.9 miles in the length of road operated by 
the automatic block system, and an increase of 5,656.2 
miles in the length of road operated by the non-automatic 
block system over the figures shown in the bulletin of 
Jan. 1, 1912. The total increase in the mileage of road 
operated by the block system during the year was 7,540.1 
miles. 

A fifth table, not properly a part of a block signal 
report, is attached which shows the number of miles 
operated by telegraph wire and the number operated by 
telephone. The general public thinks of railroads as be- 
ing operated by telegraph only, but the table shows that 
the use of the telephone for transmitting orders is grow- 
ing rapidly, every mile of the Delaware, Lackawanna & 
Western being operated by telephone. The same is true 
of the Boston & Albany. Only 36 miles of the Lake 
Shore are operated by the telegraph, and it has disap- 
peared from the branches of that road. Of the 219,185 
miles of road in the United States, 155,690 miles are 
operated by telegraphic orders and 68,097 by telephone. 


PIPE LINE, NOT TAP LINE—CORRECTION. 

In the issue of April 26 the erroneous statement was 
made that the Supreme Court of the United States had 
advanced the tap line cases for argument on the first 
day of the October term. Inasmuch as the Commerce 
Court has not yet disposed of the tap line case, the Su- 
preme Court has no jurisdiction. The notice should be 
that the pipe line cases have been advanced. 


ALLOWS INTERVENTION. 

The Commission has issued an order allowing the 
Board of Trade of Kansas City to intervene in No. 5218, 
Omaha Grain Exchange vs. Atchison, Topeka & Santa 
Fe et al. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


“GGenn einer fur ein Blatt geschrieben hat, an wird er ein guter Freund des Blattes.” 


CARD SYSTEM FOR TARIFFS 


Editor THE TrRarFic WORLD: 

For the possible benefit of the readers of “The Open 
Forum,” I submit a simple card system for cross checking 
a file of tariffs and keeping 


color indicating a request for a copy of the issue, can 
be followed up automatically without special attention 
on the part of the traffic manager, as the reverse side of 
the card will reveal at a glance how far the case has 
progressed. 


track of those issues Or SUD” ; 2 3 4 5 6 789 10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 


plements which are missing 
and which have been re- 

quested from the carriers. No. 

The cards are filed nu- 1 

merically by G. F. O. number. 
In absence of G. F. O. num- 
ber, supplement numbers and 
dates effective are placed in 
the spaces on the lower half 
of card, This information is 
obtained from THe TRAFFIC 
BULLETIN far enough in ad- 
vance of date of effect to per- __ ' 2 5 


Form A 145-2 M 4-13 


FROM 





SUPPLEMENTS AND DATE EFFECTIVE 


TARIFF NO. 
ISSUED ji. Cc. C. | G. F. D. 
| BY ' 


| 


APPLICATION 


TO 





mit of writing to the carrier 
for that particular issue when 
ready for distribution. This 
is better than waiting until 
the issue comes out, which 
may be thirty days later, with 
a possible chance of the sup- 
ply being exhausted before 


the request reaches the _ a as palin 


proper. channel. 


As needed supplements. - siesta linings tininaeiniaaeanaiial 


are noted and request is made 
to the shipper for a copy, a 
signa] is placed over the date 
at top of card on which a fol- 
low-up letter will be sent. That is, if the request is writ- 
ten on the fifth and it is the intention to write again in 
ten days, a signal is placed over the fifteenth and so on. 
Each day attention is given to those having signals of 
that particular day. 

To simplify the work of following-up, a series of form 
letters, to be used in rotation as many days apart as 
deemed advisable, should be compiled somewhat as 
follows: 

1. Formal request. 

2. Drawing attention to former request and non-re- 

ceipt of tariff. 

3. Again requesting—urging necessity. 

4. Acknowledgment and thanks. 

As a needed supplement is discovered in the Bulletin, 
it should be noted by number and date effective, on the 
ecard of the G. F. O. number to which it applies, and a 
pencil ring placed around the supplements it will cancel. 
Later, when supplement is received, a line can be drawn 
through the numbers it cancels so that, at all times, the 
ecards present a true history of every tariff in the file. 

By this means those cards which bear signals of a 


In time this record will become of considerable value, 
as it is easily kept up to date and is infallible in checking 
up the tariffs in the file at various intervals. 

It is only necessary to use such parts of the form on 
the cards as are applicable to requirements. 

H. A. C. TAYLOR, 
Traffic Manager for Shaw-Walker Company, Muskegon, 
Mich. 
LIMA TRANSPORTATION CLUB. 

At a regular meeting of the Transportation Club of 
Lima on May 7, the feature was an address by J. W. 
McCord, secretary of the Chio Shippers’ Association, on 
“Ohio’s New Demurrage Rules,” which went into effect 
on April 1. 





TRAFFIC CLUB OF ERIE. 

The Traffic Club of Erie on April 25 held its first 

annual banquet,’ at which 85 representatives of shippers 

and carriers were present. The affair was entirely in- 

formal and a number of those present made short ad- 
dresses. 
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Wood Vs. Fiber Container 


Digest of Evidence as to Their Reliability as Shipping Containers Introduced at Chicago Hearing 
Before the Interstate Commerce Commission 


Mr. Buller, who had previously testified, with much 
insistence, that he could open any fiber package by sim- 
ply running his finger under the sealing strip, came back 
in the afternoon as agreed. 

He was supplied with several fiber packages for the 
purpose of making his demonstration. The packages 
supplied had been sealed with tape, according to the 
method advocated by President James D. McLaurin of the 
National Binding Machine Co., with a view to being rep- 
resentative of proper practice in sealing fiber containers. 

Mr. Buller, as soon as he saw the packages, showed 
considerable hesitation about trying to open them, and 
at length made the attempt, but was entirely unsuccessful. 

To show the strength of the containers when prop- 
erly sealed, three boxes were laid up in a tier, and Mr. 
McLaurin stood on the top of the tier, without injury 
to the packages. Mr. Wendling, who was present, stood 
on a smaller container which was not loaded, but had 
a slight reinforcement inside, and by jouncing several 
times broke in the box. 

Mr. Buller was later called to the stand and stated 
for the purpose of official record that he was unable 
to open any of the packages with his fingers, but that 
he had never seen packages going through his freight 
house sealed as completely as these, or with such wide 
sealing strips. It was stated that these were boxes 
taken from the stock of Reid, Murdoch & Co.; Sprague, 
Warner & Co.; Rueckheim Brothers & Eckstein, and 
Wilson Bros., and were the kind that were used in the 
ordinary course of their business. 

Ben Haring, agent of the Illinois Centra] at Memphis, 
followed the same line as previous witnesses. He thought 
there was more damage done to packages in fiber boxes; 
it took more time and trouble to handle the fiber pack- 
ages. As to the matter of damage, in reply to a question 
by Mr. Walter, he said a stevedore might repair a slight 
damage to a wooden box and he would not know of it. 

Victor C. Peterson, warehouse foreman at the Min- 
nesota Transfer between St. Paul and Minneapolis, stated 
that he had 15 years’ experience as trucker, checker, 
stevedore and foreman. Nine railroads transfer freight 
at this point. There are about 120 cars per day. His 
work is entirely in L. C. L, freight. He estimated that 
75 per cent of the packages were of wood. A different 
handling is required, the fiber being handled more care- 
fully all through. The effort to protect the fiber from 
injury by other packages sometimes involves extra hand- 
ling. The most frequent form of damage is holes punched 
in the sides or covers loose. The hook is used only on 
heavy wooden packages. This expedites the handling. 
In the matter of cooperage, he thought that about two 
fiber packages were coopered to one of wood. In cooper- 
ing the fiber package he wraps in heavy paper, and ties 
up with string. The time is about the same on both 
kinds of package. 

Mr. Lamb questioned this witness rather carefully in 
regard to the 75 per cent of everything in wood. Sixty- 
five of the 75 per cent is in wooden boxes. About one- 
half of this is under 90 pounds in weight, or an average 
of about 40 to 50 pounds. He estimated the average weight of 
the fiber package at 60 pounds. In reloading cars the heavy 


package was always placed on the floor of the car and 
the lighter on the top, without regard to whether it was 
wood or fiber. He said he would not hesitate to put a 
20-pound wooden box on a 60-pound fiber box. He had 
some trouble with very thin wooden boxes, such as those 
in which canned goods were shipped. They split at the 
ends and the bottom drops away. If one is dropped 
from a truck it generally breaks and the contents are 
scattered. He did not recall having seen a fiber box 
break from dropping from a truck, but the corners are, 
jammed. 

At the afternoon session Thomas B. Rice of T. B. 
Rice & Sons Co., Philadelphia, box manufacturers, iden- 
tified 14 photographs which had been taken at five dif- 
ferent Pennsylvania stations. 


Tenpins in Fiber. 

A. H. Goldback, shipping clerk for the Brunswick- 
Balke Collender Co., Chicago, identified some photographs 
which had been taken in his presence. These were fiber pack- 
ages containing tenpins. He was very firmin his statement 
that the fiber package was not suitable for this class of 
freight. He had seen 25 “to 30 per cent of a carload 
shipment in bad condition when received. There was 
always some damage. The packages weigh about 36 
pounds, and he stated that the box was not heavy enough 
for the contents. The sealing strips become loose. He 
has very little trouble with wooden boxes, and none in 
the shipment of tenpins in wood. The only things that 
are shipped out from the factory in fiber are electric 
light fixtures, which are put in a fiber box ard the box 
is then crated. The company did not dare to take a 
chance on the possible injury to these goods. Replying 
to Mr. Lamb, he said that there was some play of the 
pins in the box. The boxes are sealed with sealing 
strips, and the flaps are not glued together. It had been 
shown in the course of the testimony that these ship- 
ments were from the company’s own works at Big Bay, 
Mich. The examiner inquired if the shippers from that 
point did not know of the condition in which the goods 
were received at Chicago. To this the witness said that 
he could not say. 

C. P. Spear, local freight agent C., St. P., M. & O. 
Ry. at St. Paul, testified that he handles about 120 cars 
a day L. C. L. He has general supervision of the truck- 
ing, loading and unloading. There is damage to both 
kinds of package, but he thought the comparison was 
about 2 to 1 in favor of the wooden box. 


Dry Goods. 


James I, Sweeney, representing a wholesale dry goods 
house in Kansas City, said that some years ago an attempt 
was made to find a package that would save the weight 
of the wooden box, and he bought a carload of fiber con- 
tainers. He admitted that it had been a smart salesman 
who had sold him the material. They were used for 
smaller articles, such ag are used in the wholesale dry 
goods business, that did not occupy the full space of the 
box. The boxes were crushed. The fiber package is 
now used for nothing except for cotton batting, and the 
packages weigh about 15 pounds. These are sold in the 
original packages. In the case of a full load of this kind 
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of packages, the top packages upon the dray are fre- 
quently cut in two by the binding ropes with which they 
are tied on. The carload of fiber packages which he 
had bought was purchased about six years ago. Some 
smaller articles come to the concern in fiber packages. 

Charles A. Reed handles claims for a wholesale hard- 
ware house in Kansas City. Most of the packages that 
come in fiber are lamp chimneys and globes. The break- 
age is more in the fiber package than in the wooden 
package. The firm uses wood exclusively on outbound 
shipments except for standard packages of glassware. 
There is some breakage in almost every package of lamp 
chimneys received in fiber. He said it was of no use to 
protest to the glass manufacturer. 

Frank W. Smith, stock foreman, Allen-Kendall Shoe 
Co., Kansas City, wholesale shoe dealers, testified that 


“the firm receives shipments now from only one firm in 


fiber. He thought that from 35 to 50 per cent of the 
cases were broken, or at least the interior cartons were 
so injured that they had to be replaced. Fiber packages 
were so crushed and knocked out of shape that they 
could not be stacked in the warehouse. 


Standardizing the Wooden Box. 


The last witness of the evening was W. B. Morgan 
of Memphis, who is a member of the standardization 
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committee of the national association of wood manufac- 
turers and chairman of the committee referred to in Mr. 
Brower’s testimony, which was organized at Chicago on 
April 2: He related attempts that had been made to 
standardize the wooden box, and referred to interviews 
with Colonel Dunn as to the standardization of the 
wooden box, for other purposes besides explosives, but 
Colonel Dunn seriously doubted whether the government 
would take up the matter of the standardization of boxes 
for general purposes. He had stated that his association 
had passed resolutions stating that they were ready to 
co-operate with the railroads toward improving the char- 
acter of the wooden box. . The association includes all 
box manufacturers in the eastern part of the country 
east of the Rocky Mountains. There are no standard 
wooden boxes except for explosives and inflammable 
materials. As to the matter of nailing, he said that box 
manufacturers generally use cement-coated nails. It is 
practically impossible to open the box when cement- 
coated nails are used without leaving such marks that 


Vol. XI, No. 19 


an inspector would easily find out that it had been 
opened. He thought that accidents to wooden boxes 
were due rather to the quality of the nails than to the 
quality of the material. He described a certain kind of 
box, which was made of tongue and groove and matched 
material, glued into one solid piece for the top, sides 
and bottom. In this case the rain could not penetrate 
the box, and pilferage was impossible without leaving evi- 
dence of it. Mr. Goodwillie described a box which his 
firm manufactures which corresponded with the witness’ 
description. 

Mr, Walter led the witness at some length into the 
matter of lumber supply, which was admitted to be to 
some extent due to weather conditions, and consequently 
prices had been higher than they were during the panic 
of a few years ago. Prices are now higher than they 
have been for three or four years. He admitted that 
standardization of the wooden box would make it more 
expensive, or at least make the poor box cost more. He 
believed that the poorest wooden box was as good as 
the best fiber. Mr. Lamb asked some questions about 
the kind of boxes in which macaroni is shipped. The 
witness thought that this would stand more than the 
fiber package, although one set of conditions would spoil 
fiber and another would break the wooden box. The rail- 
roads do not exercise their right of refusal of a poor 
wooden package. He thought the container that would 
carry goods satisfactorily and safely should take the 
same rate as another container, without regard to the 
material, but he insisted that the basis of his antipathy 
to the fiber package was because it. was a poor package. 
He asserted also that the entrance of the fiber box into 
the field created a demand for less thickness and weight 
in the wooden box, and, in answer to Mr. Walter, he said 
that the reason for the production of the thin box was 
because the manufacturer came in competition with the 
fiber package. He referred to some previous statement 
that he had made in reference to the reason why the 
Ball Brothers Co. shipped glass jars in fiber packages in- 
stead of wood, and he-said the reason was that they 
could load more jars in a car and save $20 on a carload, 
but he also stated that Ball Brothers had previously used 
an exceptionally poor wooden box. 


In Freight Houses. 

The testimony on Friday was largely that of men 
in charge of freight houses of ‘railroads, who were 
brought on by the wooden box interests, and gave testi- 
mony along similar general lines. 

W. S. Spearin, foreman of the N. P. freight house 
at Duluth, exhibited what was left of two containers 
which had been injured by moisture, crushed and forced 
open. They had been shipped to Duluth from St. Louis, 
containing liquids in glass. In one package three bottles 
out of the dozen in the case were broken; the other 
contained four one-gallon bottles, of which one was 
broken. The witness had found that in case of damage 
to a corrugated package contents were sometimes dam- 
aged, sometimes not. There is a greater chance of pil- 
ferage when a box is damaged. Whether preferred hand- 
ling in trucking, etc., shall be given to a fiber package 
or not depends on its contents. 


W. L. Richards, superintendent and freight agent the 


C., M. & St. Paul Railway, Kansas City, was an impor- 
tant witness. His testimony in a general way indicated 
that since they had been handling fiber packages they 
noticed an increase of damages, and for some months 
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have been making checks to determine responsibility as 
between fiber and wooden packages. He finds that fiber 
shipments they handle contain liquids to a very great 
extent; often have the flaps broken out, which invites 
pilferage. The men of the inspection bureau refused to 
open fiber packages to see if contents are contraband 
because it invites claims for concealed losses from un- 
scrupulous shippers or consignees, The witness felt that, 
as a result of his experience, he did not approve of the 
ise of fiber at all as a safe container for L. C. L. busi- 
ness. He had never seen any fiber cases like those 
which the fiber box manufacturers had in the room, and 
which they say represent correct practice in making and 
sealing cases. The claim department reported loss and 
damage on 50 to 60 per cent of the shipments in fiber. 
\ table filed by Mr. Richards was as follows: 
Per 
Cent 


Fiber 
Dam- 


Fiber 
Dam- 


Wood Pkgs. 


Wood Dam- Fiber Fiber 


Date Pkgs aged. Packages. aged. No Good. aged. 
Jan. 6....118 9 71 62 oa 87 
Jan 13... .238 16 54 29 2 50 
Jan 27....126 10 4 15 1 34 
Feb IO. soe 5 23 6 ; 26 
Mar. 17....198 9 77 21 1 27 


Goods in Damaged Packages: 
Jan. 6—Rice, liquids, rolled oats, electric light globes. 


Jan. 13—Vinegar, shoes, hosiery, cheese, cereals, canned 
goods, liquids, sad irons, cutlery; sad irons pre- 
dominate. 

Jan. 27—Hats, gloves, potato chips, liquids. 


Feb. 10—Candy, hardware, varnish especially. 

Mar. 17—Traveling grips, coffee, embalming fluid, shoes, 
overalls, peanut butter, electric light globes, leather 
goods, auto parts. 

A. H. Woods of the Brunswick-Balke Collender Co., 
Chicago, estimated that 25 per cent of the fiber con- 
tainers in cars were broken. 

John Vought, receiving clerk of the Wabash, Kansas 
City, said that they found new fiber goods shipments 
in good shape, but shipments which have been refused 
at destination and returned to them from other lines 
come in with the tops open and sealing strips off. 

W. H. Lindstrom, freight foreman of the C. & A. at 
Kansas City, found more pilferage in fiber than in wood 
for the last six months. He never had a fiber box in 
such bad shape he could not cooper it, except one. 
Coopering fiber takes more time than wood, because 
they have to hunt up cardboard. They have had dam- 
age from: moisture where fiber packages have been close 
to the sides of the cars; rain would drift in and loosen 
the seals. In dropping a box three feet on the edge some- 
times the wooden box would split. In most cases a fiber 
box would break the seal. The poorest wooden box is 
not better than the best fiber. A green man will break 
more fiber packages than he will of wood. 


On New York Piers. 


The first witness on Saturday morning was William 
E. Stratton, salesman for the New England Box Co. 
He described a series of photographs taken by him on 
several piers of the North and East Rivers, New York 
City, and in a warehouse. He thought 40 per cent of 
the boxes on the pier were of fiber, and that his photo- 
graphs included 75 per cent of the shipments on the 
piers at the time. The first photograph was of a ship- 
ment of mineral water; four cases from a carload. The 
rest of the load, about 700 cases in the car, were in 
wooden boxes and uninjured. In reshipping these cases 
out of town, he stated that the fiber boxes were packed 
in wood. The second photograph represented 9 packages 
of leather, which had come in L. C. L. Bight of 11 in 
the tota] shipment were in bad order. Photograph No. 
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3 represented the difference in piling. The fiber boxes 
were piled only 20 per cent of the way to the ceiling, and 
the wooden packages all the way up, about 12 feet. He 
saw some piles of boxes packed 8 high, and weigh- 
ing 25 pounds, which were on the point of falling 
over. No. 4 represented about one-half of the shipment 
of 34 cases of crackers from Boston by the Fall River 
Line. These were variously tied up with ropes, and 
had been refused by the consignee. No. 5 represented a 
similar shipment. No. 6 was taken as showing a corru- 
gated fiber case in good condition. This was an 80- 
pound case, but had been protected by wooden crates. 
No. 7 represented a case of paper drinking cups shipped 
from Boston. They were torn open, exposing the con- 
tents, and the cases had been tied up. He said that 
they. did not appear to have been wet. The packages 
weighed 80 pounds. No. 8 represented eight corrugated 
packages which had been brought up for coopering; con- 
tents, shoes. Other packages in the same shipment con- 
tained a water cooler, etc. The contents appeared to 
be in good shape. No. 9 had been broken open. No. 10 
was six cases of go-carts, shipped by rail from Gardner, 
Mass. The axles of the carts had punched through the 
package. No. 11 was part of an incubator weighing 28 
pounds, from a point in New Jersey. The sealing paper 
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had come off and the package was tied with rope. No. 
12 was a package of shirtwaists weighing 20 pounds. 
The package was torn and had been tied up. The inside 
cartons were broken through and the contents exposed. 
No. 13 was five out of 19 cases from Boston, by boat, on 
which the flaps had been torn apart. No. 14 represented 
five of eleven cases of shoes from Massachusetts; They 
weighed from 25 to 60 pounds. The ends of some of 
the packages were torn off. In some cases he had been 
refused permission to take photographs jn railroad trans- 
fer houses. A request had been made to the Interstate 
Commerce Commission to intervene, so as to enable him 
to do this, but the Commission refused. 


Liquids in Glass. 


David H. Hurst, agent, Michigan Central, Bay City, 
Mich., said that the packages received by him averaged 
about ten in wood to one in fiber. He thought that 
about two-thirds of the claims for damages filed were 
upon fiber. His estimates were made from observation. 
There was introduced into the record a report made 
by him to the division freight agent on Jan. 18, 1913, in 
reply to an inquiry as to the proportion of claims and 
damages upon the two kinds of packages. This, how- 
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ever, he said should be considered as applying only to 
shipments of liquid in glass, and he did not think that 
it was at all suitable for this purpose. Seven out of ten 
packages get damaged by other goods. He sees about 
50 per cent of the claims, although there is no rule as 
to what proportion of claims will come to him. 


Work of Classification Committee. 


R. C. Fyfe, chairman Western Classification Com- 
mittee, was called to the stand at the opening of the 
session on Monday morning. The examiner asked a gen- 
eral statement:as to the relative merits of the wood and 
fiber packages, a statement of any measures that might 
have been taken by the Western Classification Com- 
mittee, and any opinion the witness might have from his 
experience. 

The witness began his statement by reciting certain 
items that were on the docket for the St. Louis meeting, 
and the disposition that had been made of them. 

Item No, 7, from the docket, on an application made 
by the Toledo Fiber Packing Co. as to glassware in fiber 
packages, references was made to the Uniform Classifica- 
tion Committee. Since the rules of the three classifica- 
tions are now all alike, the Western Classification Com- 
mittee did not feel that it was justified in making the 
change requested. 


Item No. 8 proposed to amend the rule providing 
that liquids in glass or earthern ware containers exceed- 
ing one quart measure would not be accepted for trans- 
portation in fiber-board boxes of any description. Mr. Fyfe 
stated that as an experiment liquids in less than one 
quart bottles were to be admitted in Classification No 
52, to see what results might be obtained. He explained 
that most of the trouble is with the large package, be- 
cause when one of the inner glass containers is broken 
the body of the fiber package is completely saturated, ., 
the exterior only is waterproof. In some of the smaller 
items in glassware packed ‘in fiber packages the quantity 
from the breakage of one was not sufficient to do much 
damage. 

Item No. 9, which was supposed to eliminate liquids 
in glass and earthern ware from transportation in fiber 
packages, has been carried over since the meeting of 
July, 1911. It was originally suggested by the carriers. 
At.Galveston, in July, 1912, a conference was held be- 
tween shippers and representatives of the carriers and 
classification committee and a full statement made as to 
the necessity for the change. 

Item No. 10, relating to the sealing strips on fiber- 
board boxes, has been carrier over to the January, 1914, 
meeting He insisted that boxes with flaps more than 
six inches apart should have a sealing strip, and, so far 
as he knew, every fiber-board manufacturer favored its 
use. 

Item No. 11, relating to specific articles which would 
not be accepted in fiber-board, has been eliminated. 

It is the purpose of the committee to undertake a 
complete process of elimination at the earliest date. The 
greatest trouble experienced from the fiber package is 
from the use of it for improper commodities; sad irons 
and tenpins he mentioned as samples. He believed that 
these would be cut out after a conference and full dis- 
cussion. Certain changes have been suggested by the 
committee as to requiring a certificate of the shipper, to 
the fact that the container complies with the test. By 
this it was meant that there should be no taking of aver- 
age strength, but the test prescribed was a minimum. He 
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140 pounds to the square inch, while the other side would 
not come up to the requirements. The test must cover 
every point, or otherwise it will be penalized. 

In reply to a question from Mr. Gallagher as to the 
possibility of testing on a completed box, the witness 
said that this was the most difficult feature in the busi- 
ness. It was the practice of the Classification Committee 
to get hold of the box, and if it did not comply with the 
requirements a man would be sent to the manufacturer 
and see if this was a general sample of his products. At 
the present time the carriers depend largely upon the 
statements of the manufacturers. A certificate is wanted 
also from the shipper to the effect that the package 
complies with all requirements. As to the obligation of 
the carrier before acceptance, he said it was the duty of 
the carrier to see that the package was in good condition 
when received, but it was impossible to tell if it would 
go through. It might be punched by other freight or 
drop so as to spoil its suitability as a container. There 
was a general objection on the part of the carriers to 
put a penalty on anything, because some shippers will 
take a chance and pay the penalty. The committee had 
found a man in Missouri who is shipping packages of 
two or three hundred cigars simply tied up in newspaper. 

The examiner inquired what commodities he had in 
mind that might go safely. In reply, he said that articles 
in cartons or which completely fill the box, properly 
packed and sealed, will carry satisfactorily. The sealing 
requirements of the committee are very lax, and the 
railroads are more lax in seeing that they are complied 
with. All flaps should be glued and sealed, and in this 
respect the witness stated that paper was much prefer- 
able to cloth because of its better adhesive quality. The 
muslin tape could be easily ripped off and replaced with- 
out leaving any noticeable mark. He could not give, 
ofthand, a list of commodities that were unsuitable for 
packing in this kind of a container. He expressed the 
hope that the Commission would leave this matter with 
representatives of the shippers and carriers 

L. C. L. Shipments the Test. 

The test of all containers comes in L. C. L. loading, 
and many commodities would go with perfect satisfac 
tion in carloads. He cited the case of the manufacturers 
of lamp chimneys, who are deliberately using a package 
that does not comply with the requirements, and pay a 
penalty on it, saying that the trade demands that kind. 
When put in a shifting load injury invariably results. 
The box is made too large. He believes that no pack 
ages should be packed in excelsior, hay or straw in a 
fiber package, and he had noticed from the examination 
of the photographs submitted as exhibits that in most 
cases these were packed in excelsior or straw, or that 
the articles did not completely fill the container. 

Although no distinction is now made between the 
corrugated and hard fiber, there is more breakage in the 
corrugated fiber, mostly due to the character of the 
article. The shippers generally want that kind for a 
cushion, and use it for articles that do not completely 
fil. He mentioned tea kettles with spouts as being 
liable to punch holes in corrugated fiber, although he 
had never seen that particular commodity in the hard 
fiber package. 

He believes that the manufacturers of fiber pack- 
ages should turn down applications for packages for 
unsuitable goods, but there are still some “pikers” in the 
The carriers ‘have much trouble with poor 
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material in wooden boxes and second-hand wooden boxes. 
The requirements of the classification are not sufficiently 
stringent, and it now rests upon the discretion of the 
agent what shall be put in a wooden box or crated. 
Standardizing the Wooden Box. 

He thought it would be extremely difficult to draw 
specifications for wooden boxes. Dealers will sell second- 
hand boxes to other dealers, and the second man may 
put a heavy weight of hardware in a box that is only 
intended for lightweight products. The classification, he 
said, is wide open now, but an attempt will be made to 
eliminate many of the commodities now admitted. In 
regard to an attempt that had been made to formulate 
specifications for wooden boxes, he said that nine men 
had together spent a good many days in figuring on 
wood box specifications, but gave it up as a hard job. 
If the representatives of the lumber companies would 
prepare specifications for the use of the committee or 
furnish them with any kind of rules the committee would 
be delighted. Standardization would be very desirable. 

As to inspection on the part of the carriers’ agents, 
he said that from the way shipments come into the 
freight house it is practically impossible for the receiv- 
ing clerk to examine every package. Most of the freight 
for the day comes in within a period of two or three 
hours, and the receiving clerk is obliged to take the 
driver’s word as to what he has. The witness stated 
that he was not familiar as to the steps leading up to 
the rules on east-bound shipments from California, which 
formed the basis of the Pridham case. He knew of no 
such distinction in other parts of.the country. He did 
not know what trouble the framers of that rule might 
have been up against, but he said that shipments to and 
from the Pacific coast constitute absolutely the supreme 
test of the package. There are long hauls and sudden 
braking in the hauls over the mountains, and freight is 
thrown about and raises all kinds of disturbances. 

He insisted that the whole matter of the package is 
in an experimental stage. Some of the manufacturers 
were trying to make a heavier board. All are working 
to get a better box, do better sealing, better waterproof 
ing and for a better use in handling. 

In reply to a question from Mr, Herman whether this 
period of experiment was likely to last 50 years, the wit- 
ness said that the first two years the fiber container was 
an absolute joke; that in the course of a time we would 
be able to get away from many of the difficulties, and 
waterproofing is cited as one of the principal ones. He 
believed that the fiber package was very largely an ex- 
periment, in reference to many materials. In reference 
to certain commodities, it seemed to be all right. Mason 
jars are successfully being shipped in fiber boxes, and 
the practice had resulted in a reduction of claims. 

Package as Basis for Rating. 

Referring to the testimony of Mr. Brower, and in an- 
swer to a question from the examiner, Mr. Fyfe thought 
it would be difficult to equalize the relation between 
rates and the character of the package. If it were pos- 
sible to confine the rating to the package on which the 
rating is made, and the package is demonstrated to be 
all right, the matter might be arranged. With reference 
to loading to the capacity of the car, he said it depends 
on the character of the package. In the matter of tea, 
the committee had made some investigation. Between 
two kinds of packages used for this purpose, there was 
a variation of 15 pounds per container, or 6,000 pounds 
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in a carload, and this would make a difference of $36 per 
car on the rates between New York and Chicago. If the 
minimum was made different as between the fiber pack- 
age and the wooden package there would be subject for 
complaint from the lumber men. 


In reference to the capacity of the fiber package for 
carrying canned goods, he said that he had never seen 
one that would carry more than one dozen, or a single 
layer over the bottom of the box. This would go rather 
successfully, and a package of two-pound cans would 
weigh about 30 pounds. If loaded more heavily the box 
will split at the corners. 


Replying to Mr. Gallagher’s question, he said that 
every container should be strong enough for L. C, L. 
loading, and all others should be eliminated, as every 
package at some time or other goes out in less than car- 
load. Referring specifically to the tenpin container which 
has been introduced in evidence, he said that there was. 
no way for railway employes to tell if the flaps were 
completely glued. He thought all flaps should be com- 
pletely glued, and not merely receive a dab of glue at 
one point. There was no way of ascertaining how this 
had been done until the box goes to pieces. 


He is under the impression that claims are increas- 
ing. At first after the introduction of fiber boxes claims 
on shoes were almost eliminated, but they are now com- 
ing back again, mostly due to improper sealing. He 
could not say that the trouble with the wooden box was 
due to bad nailing, but rather due to bad stock. The in- 
ferior container is not due to competition because it had 
existed before the fiber box. It was due to a desire to 
get away with the inferior materials. Up in New Eng- 
land he found that people were paying $26 per thousand 
for box materials, but material rejected by them was 
readily sold to other less careful people, and used for 
boxes, 


Bad Packing. 


In answer to a question from Mr. Lamb if it would 
be feasible to specify such a solid box as he had de- 
seribed, and require that shipments of the commodity 
for which was intended should always go in that kind 
of a container, he thought that that might be of some 
benefit and would solve some of the difficulties. This 
would result in the classification being made on a cer- 
tain specified package. It might take several years to 
eliminate the improper commodities. In the case of fiber 
containers filled with cartons, a good part of the trou- 
ble comes from bad packing, that is, putting 10 cartons 
in a box intended for a dozen and stuffing up the re- 
maining space with paper and excelsior. He insisted 
that the package should be packed absolutely full. He 
would much rather have burlap bales than some of the 
packages which were shown in the exhibits that he had 
examined. The photographs introduced as exhibits dem- 
onstrate the necessity of getting at and eliminating im- 
proper commodities, and he estimated that 50 per cent 
of the photographs represented stuff that had absolutely 
no business in fiber. They can be shipped under the 
present rules, but allowing this was a costly mistake 
on the part of the carriers, the witness said that it was 
ridiculous to ask him the question, if the poorest wooden 
box is not better than the best fiber. He would take 
any quantity of fiber boxes as against certain wooden 
ones that he had seen. 

By stipulation of the attorneys, the testimony of 
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eight witnesses was dispensed with as being similar to 
that of other freight handlers in Chicago. 

James G. Goodwillie, of Goodwillie Bros., box manu- 
facturers, Chicago, exhibited some wooden boxes on which 
the covers were tongued, grooved and glued, which he 
said would shed rain, because moisture would cause the 
tongue to swell and make the joint tight. 

Laboratory Tests. 


H. H. Morgan described certain laboratory tests made 
by R. W. Hunt & Co., Chicago. The tests made were 
of three kinds, impact, static and rattler or rumbler 
tests. 

By way of summary of results the following state- 
ments were made: 

“The impact tests show that the wooden boxes afford 
a more substantial protection for the contents when sub- 
jected to impact. 

“The static tests show that the wooden boxes have 
severa!] times the strength of the fiber, and, in consid- 
eration of this fact, afford a more substantial protection 
for the contents. when subjected to static stresses. 

“The rattler tests indicate that the wooden boxes are 
of a construction of greater stability when subjected to 
the repeated turning due to their own weight under the 
conditions of this test. 

Conclusions. 

“Tt is our opinion that in the tests made the wooden 
boxes were of greater stability and afforded a much 
greater protection to their respective contents than did 
the fiber boxes,” 

H. B. Pribble, freight claim auditor, Atchison, To- 
peka & Santa Fe, and J. H. Doggrell, superintendent of 
freight loss and damage claims of the Frisco Lines, were 
called to the stand to state that they were both carrying 
on investigations to determine the liability of railways 
with reference to certain packages, but there were no 
statistics available as to the contest in question, that is, 
the relative reliability of freight on fiber packages. No 
attempt had been made to segregate the claims upon 
this basis. 

This completed the case for the interests represented 
by Mr. Gallagher, except for certain statistics from .a 
government report, which he reserved the right to file. 

At this point the proceedings were brought to a 
sudden conclusion by a stipulation as to numerous wit- 
nesses on behalf of the fiber interests from New York 
City, New York Central Lines and the Pennsylvania road 
in reference to whom it was stipulated that they would 
testify on substantially the same lines as witnesses in 
similar positions who had testified at previous hearings. 

Some discussion ensued between the attorneys and 
the examiner as to the possibility of expediting the deci- 
sion in the case, but it was finally agreed that it would 
be impossible to get the case in condition for a decision 
by the Commission prior to the July recess. The exam- 
iner then set the date for briefs as follows: For the 
fiber interests, June 25; for the defendant and the wooden 
box interests, July 20; August 10 was stated as the date 
upon which reply briefs might be filed, if any. 


PACIFICS MUST SEPARATE JULY 1. 

The Supreme Court on Monday handed down an or- 
der directing that the reorganization of the Southern 
Pacific and Union Pacific, in accordance with its man- 
date in the dissolution suit, be carried out not later than 
July 1. The government asked that that limit of July 1 
be placed, and the court acceded to it. 
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POMERENE SENATE BILL No. 1654 


Immediate Congressional Legislation Needed to 
Correct Defects in Existing Law 
on Bills of Lading 





BY FRANCIS B. JAMES, 
Commerce Counsel and Attorney-at-Law, Washington, 
D. C., and Cincinnati, O. 


The law governing bills of lading has heretofore con- 
sisted of the unwritten law of the various states as 
embodied in court decisions and various changes therein 
accomplished through state legislation, with the two 
minor exceptions of congressional legislation in the Har- 
ter act of Feb. 13, 18F8, as to water transportation in 
foreign commerce, and the Carmack amendment of June 
29, 1906, as to connecting carriers in interstate commerce. 
When it is considered that 99 per cent of the tonnage 
and valuation of commodities covered by bills of lading 
move interstate and foreign commerce and that the total 
value is twenty-five billions of dollars, the necessity for 
national legislation becomes at once apparent. As these 
commodities must move under a credit system, the bank- 
ers must be protected to enable shippers to secure this 
bank credit. The banks advance annually five billions 
of dollars on order-notify bills of lading. 


Defects. 


The defects now existing in the law which it is sought 
to correct by Pomerene Senate Bill No. 1654, 63d Congress, 
first session, arise under the following heads: 

1, Shipper’s Load and Count; 2, Duplicate Bills of 
Lading; 3, Altered Bills of Lading; 4, Spent Bills of 


Lading; 5, Fraudulent and Accommodation Bills of Lad- 
ing, and 6, Forgeries. 


Shipper’s Load and Count. 

Gross abuses have arisen by carriers marking bills 
of lading “Shipper’s Load and Count” and thereby de- 
stroying the utility of such bills of lading for banking 
and credit purposes. Pomerene Senate Bill No. 1654, 
63d Congress, first session, section 24, forbids a carrier 
marking a bill “Shipper’s Load and Count” when goods 
are loaded by a shipper at a place where the carrier 
maintains an agency when given a reasonable opportunity 
to make the count, such count being requested in writing. 

The Interstate Commerce Commission, In the Mat- 
ter of Suspension of Western Classification No. 51, I. C. C. 
No. 9, 25 I. C. C., R. 442, handed down its opinion, No. 
2110, on Dec. 31, 1912 (dated Dec. 9, 1912), and in the 
course of its opinion considered the subject matter of 
“shipper’s load and count.” The Interstate Commerce 
Commsision, however, refused to rule upon the question, 
using the following language (at p. 492), to wit: 

“As this subject [shipper’s load and count] is coy- 
ered by pending legislation of Congress [Senate bill 
957, Pomerene substitute] fixing the liability of the car- 
riers, the Commission does not wish at this time to make 
any recommendation in regard to the rule.” 

This, among other reasons, shows the necessity for 
congressional action. 


Duplicate Bills of Lading. 


The credit of order-notify bills of lading has been 
impaired by the indiscriminate use of duplicate bills of 
lading by carriers. Pomerene Senate Bill No. 1654, 63d 





rh hy of DS wD eh 








19 


on, 


n- 


sin 
wo 
ar- 

in 
ne 


ge 
ng 
al 
or 
se 


18 


of 
of 


Aw . 


wV—relcCC OO! 


Poo 


May 10, 1913 


Congress, first session, seeks to stamp out this practice 
so far as possible in domestic commerce by sections 6, 
7 and 18, while still allowing it as a matter of necessity 
in foreign commerce, to meet the requirements of for- 
eign laws. 

Altered Bills of Lading. 

Bona fide holders for value of bills of lading altered 
by their predecessors in title have met with the harsh 
rule of the common law which takes away all their rights. 
This harsh common law rule has been changed by section 
16 of Pomerene Senate Bill No. 1654, 63d Congress, first 
session, which enables the bona fide purchaser for value 
to enforce a bill of lading according to its original pur- 
port, notwithstanding alterations. 


Spent Bills of Lading. 

Many frauds have heretofore been perpetrated by 
the second and further use of order-notify bills of lading 
which have been fully accomplished by the delivery of 
the goods. These wrongs have been perpetrated either 
by the holder negotiating such order-notify bills of lading 
after the goods have been received or by some employe 
of the carrier using such order-notify bills of lading as 
collateral for loans. The courts have held in both cases 
that the carrier was not liable, because the carrier had 
performed its full obligation. Sections 14 and 15 of 
Pomerene Senate Bill No. 1654, 63d Congress, first ses- 
sion, prevent these abuses by requiring not only that 
an order-notify bill of lading shall be surrendered, but 
that it shall be canceled by the carrier, and if not so 
surrendered and so canceled, if the same finds its way 
into the hands of a bona fide purchaser for value. to 
make the carrier liable thereon. ; 


Fraudulent and Accommodation Bills of Lading. 

It has heretofore been the unwritten law in many 
states and the rule in the federal courts as decided by 
the Supreme Court of the United States, that a carrier 
is not liable for the acts of its agent duly appointed 
to sign and issue bills of lading where the carrier had 
not actually received the goods. This is out of harmony 
with every principle of the law of “commercial agency.” 
Section 25-of Pomerene Senate Bill No. 1654, 63d Con- 
gress, first session, seeks to correct this character of 
abuses by providing as follows: 

“Sec. 25. That if a bill of lading has been issued by 
a carrier or on his behalf by an agent or employe the 
scope of whose actual or apparent authority includes the 
issuing of bills of lading, the carrier shall be liable to 
(a) the consignee named in a straight bill or (b) the 
holder of an order bill, who has given value in good 
faith, relying upon the description therein of the goods, 
for damages caused by the non-receipt by the carrier of 
all or part of the goods or their failure to correspond 
with the description thereof in the bill at the time of 
its issue.” 

The fundamental principles underlying section 25 of 
Pomerene Senate Bill No. 1654, 63d Congress, first ses- 
sion, were thus stated on Dec. 31, 1912 (Opinion No. 
2110, dated Dec. 9, 1912), by Commissioner Meyer, In 
the Matter of Suspension of Western Classification 
No. 51, I. C. C. No. 9, 25 I. C. C., R. 442 (at p. 492) as 
follows, to wit: 

“The bill of lading, however, is something more than 
a contract between the carrier and the shipper. It is 
usually intended to constitute a representative of the 
goods, and stands for them, so that a transfer of the bill 


THE TRAFFIC WORLD 


1045 


is a transfer of the goods themselves, and therefore 
when a carrier issues a bill of lading containing a state- 
ment as to the quantity of the goods received, with the 
understanding that the goods may be transferred by 
means of the transfer of the bill of lading, the transferee 
is justified in relying on the representations of the car- 
rier made in the bill with reference to the quantity of 
the goods received under it, and as to one who received 
the bill in good faith, relying on a statement of quan- 
tity, and pays a consideratica, the carrier is estopped 
from showing -that he has not received the quantity of 
goods recited in the bill.” 
Forged Bills of Lading. 

Carriers, of course, are not and could not be made 
civilly liable for forged bills of lading. Those who have 
heretofore perpetrated frauds through forgeries have 
looked with more or less indifference on state statutes 
governing this subject without fear of molestation by the 
federal authorities as to forgery of bills of lading in 
interstate and foreign commerce. Considering the vast- 
ness of our interstate and foreign commerce and of bills 
of lading covering same, it seems but appropriate that 
the federal government ought to be able to protect users 
of bills of lading in interstate and foreign commerce by 
punishing such forgers. This is met by section 44 of 
Pomerene Senate Bill No. 1654, 63d Congress, first ses- 
sion, which makes it a crime, punishable in the federal 
courts, to forge a bill of lading. 


Constitutional and Other Considerations. 


Pomerene Senate Bill, No. 1654, 63d Congress, first 
session, contains many other excellent provisions, but 
the foregoing are the most important. There can be no 
doubt as to the constitutional power of Congress to legis- 
late upon bills of lading in interstate and foreign com- 
merce. A bill of lading is an instrument of interstate 
and foreign commerce. The Supreme Court of the United 
States has uniformly held that Congress had power, by 
the imposition of civil liability on carriers and criminal 
liability as against carriers and shippers, to protect the 
public in the use of all instruments of interstate and 
foreign commerce. It would necessarily follow that Pom- 
erene Senate Bill No. 1654, 63d Congress, first session, 
comes fully within the scope of the power of Congress 
to regulate interstate commerce, and pass all laws neces- 
sary therefor. 

Senate Bill 957 (Pomerene substitute), 62d Congress, 
third session, whose provisions are embodied in Pom- 
erene Senate Bill No. 1654, 63d Congress, first session; 
unanimously passed the United States Senate, Aug. 24, 
1912, and was transmitted by the Senate to the House 
and there referred to the House committee on interstate 
and foreign commerce, but Congress adjourned before 
it could be considered. Senator Pomerene, on April 8, 
1913, reintroduced the same measure into the first ses- 
sion of the 63d Congress as Senate Bill 387. Some ques- 
tions having been raised as to whether sections 2 and 3 
thereof did not infringe on the powers of the Interstate 
Commerce Commission, a conference was held with Hon. 
E. EB. Clark, chairman, and Hon. Judson Clements, a 
member, of the Interstate Commerce Commission. This. 
conference was participated in by Chairman Clark, Judge 
Clements, James M. Belleville, president of the National 
Industrial Traffic League, J. C. Lincoln, chairman of the 
legislative committee of the National Industrial Traffic 
League, Francis B. James and Senator Pomerene. As a 
result of that conference, Senator Pomerene redrew the 
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bill, omitting sections 2 and 3, and made a few other 
technical changes which did not affect the vital features 
of the measure. On April 28, 1913, Senator Pomerene 
reintroduced the bill, and the same became Senate Bill 
No. 1654. 63d Congress, first session. In reintroducing 
the bill, Senator Pomerene said (No. 15, Volume 50, Con 
gressional Record, April 28, 1913, page 504): 

“Mr. Pomerene: Mr. President, I introduce a bill 
relating to bills of lading in interstate and foreign com- 
merce. I will state that this is substantially the same 
as Senate Bill 387, introduced by me several weeks ago, 
and as the biil which passed the Senate at the last ses 
sion. There are several modifications which have been 
made by friends of the measure, and it is to satisfy their 
desires that the amended bill is presented. 

“The principal change is in sections 2 and 3 of the 
original bill, which provided for the form of the bill of 
lading. It is claimed that the Interstate Commerce Com 
mission has the power to provide the form of a bill of 
lading. With the amendments contained in the modified 
form, that entire part of the subject would be left to 
the jurisdiction of the Interstate Commerce Commission. 

“There are several other changes, but they simply 
tend to perfect the bill and in no way change the plan 
or purpose of the measure as it was passed at the last 
session of Congress. I ask that the bill be referred to 
the committee on interstate commerce.” 

The Congressional Record then states: 

“The bill (S. 1654), relating to bills of lading in 
interstate and foreign commerce, was read twice by its 
title and referred to the committee on interstate com- 
merce.” * 

Indorsements. 


Pomerene Senate Bill No. 1654, 63d Congress, first 
session (as Senate Bill 857,.62d Congress, second session), 
has been indorsed (without exception) by all principal 
shipping and commercia] organizations of the United 
States and by the Fifth International Congress of Cham 
bers of Commerce and Commercial and Industrial Asso- 
ciations at Boston, Mass., Sept. 26, 1912. It is to be borne 
in mind that this meeting was officially recognized by the 
government of the United States, because Congress, on 
June 7, 1912, passed Senate Joint Resolution No. 72 
(Public Resolution No. 35), approved by the President 
of the United States, as follows: 


“Resolved by the Senate and House of Representa- 
tives of the United States of America in Congress as- 
sembled, That the President of the United States be, and 
he is hereby, authorized and requested to extend to the 
governments of the commercial nations of the world an 
invitation to be represented officially at the Fifth Inter- 
national Congress of Chambers of Commerce and Com- 
mercial and Industrial Associations, to be held in Boston, 
Mass., Sept. 24 to 28, 1912. 

“That the Secretary of State is hereby requested to 
ask the governments of the commercial nations of the 
world to notify the leading business organizations of 
their respective countries of this action by the Congress 
of the United States of America and suggest their co- 
operation.” 

Senate Bill 957 (Pomerene substitute), which, with 
the exceptions above noted, is now Pomerene Senate Bill 
No. 1654, 63d Congress, first session, has also been in- 
dorsed by the Chamber of Commerce of the United States 
of America at its meeting, held in Washington, Jan. 21, 
1913, and by numerous other organizations, including the 
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American Bar Association; the American Bankers’ Asso- 
ciation; the National Industrial Traffic League; the Grain 
Deaiers’ National Association; the Millers’ National Fed- 
eration; the National Association of Tanners; the National 
Implement and Vehicle Manufacturers’ Association: the 
National Paint, Oil and Varnish Association: the National 
Piano Manufacturers’ Association; the National Poultry, 
Butter and Egg Association; the National Shoe Whole 
salers’ Association; the National Electric Lamp Associa- 
tion; the National Petroleum Association: the National 
League of Commission Merchants, and Council of Grain 
Exchanges of North America. 

It can be fairly stated that this measure has been 
indorsed by organizations representing 500,000 separate 
business interests in the United States. 

Imperative Necessity for Immediate Congressional 

Legislation 


In the absence of congressiorfal legislation on the 
subject matter of bills of lading in interstate and foreign 
commerce, it is competent for the states to legislate 
Remedial legislation on bills of lading has been enacted 
from time to time by the states, such as the Act to 
make uniform the law of bills of lading, by the ten 
states of Connecticut, Illinois, Iowa, Louisiana, Massa 
chusetts, Maryland, Michigan, New York, Ohio and Penp- 
sylvania. 

By a decision of the Supreme Court of the United 
States on Jan. 6, 1913, in the case of Adams Express 
Co. vs. Croninger, 226 U. S., 491, it was held because 
Congress had legislated in the Carmack amendment on 
the subject of liabiiity of a connecting carrier under 
bills of lading in interstate commerce that all state 
legislation upon the subject matter of liability of carriers 
under bills of lading in interstate commerce had become 
suspended. Mr. Justice Lurton said (at p. 506): 

“Only the silence of Congress authorized the exer 
cise of the police power of the state upon the subject 
of such contracts [bills of lading]. But when Congress 
acted in such a way as to manifest a purpose to exercise 
its conceded authority, the regulating power of the state 
ceased to exist.” 

The doctrine of the foregoing case was reiterated by 
the Supreme Court of the United States Feb. 24, 1913, 
in Wells, Fargo & Co. vs. Neiman-Marcus Co., 227 U. S.. 
469, and on March 10, 1913, in Kansas City Southern 
Railway Co. vs. Carl, 227 U. S., 639, and Missouri, Kan- 
sas & Texas vs. Harriman, 227 U. S., 657. 

Because the Harter act pertains merely to liability 
in specified particulars under ocean bills of lading in 
foreign commerce, and the Carmack amendment pertains 
merely to liability in specified particulars under bills of 
lading of connecting carriers in interstate commerce, do 
not cover numerous defects in the law of bills of lading, 
and further, because state remedial statutes have become 
suspended under the decisions in the foregoing cases, it 
becomes apparent that immediate congressional legislation 
is needed on the subject matter of bills of lading. Pom- 
erene Senate Bill No. 1654, 63d Congress, first session, 
is a conservative measure, remedying some of the most 
fatal defects in the law of bills of lading in interstate 
and foreign commerce. 





PHILADELPHIA TRAFFIC CLUB. 

The Traffic Club of Philadelphia will hold an outing 
and shad dinner on May 24 at the grounds and club house 
of the old Mohican Club at Morris Junction, N. J. The 
entertainment committee has arranged for a ball game 
and other athletic events. 
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THE NEW ENGLAND SITUATION 
Attorneys on Both Sides Argue at Length For 
and Against Practices of New 
Haven Road 





THE TRAFFIC SERVICE NEWS BUREAU, 
Co.orado Building, Washington, D. C. 

The Commission on May 7 heard arguments on the 
matter of rates, regulations and practices of common Ccar- 
riers, as to which it has been carrying on an investigation 
since October of last year. 

The situation was presented with special _ refer- 
ence to the New England situation, as to which Robert 
Homans, for the Boston Chamber of Commerce, touched 
broadly upon the position of supremacy to-day acquired 
by the New Haven road by reason of its gradual acquire- 
ment of the trolley, steamship and ocean lines, in, out 
and around Boston, so that there are to-day only 
two independent lines of steamers running out of that 
city. He outlined the formation of the Boston Holding 
Railroad Co., made necessary by the law of Massachusetts, 
and later the control of the Boston & Maine and nearly 
all the New England transportation facilities. 

Not only is this true, but where the Boston & Maine 
and the New Haven were once competitors, as, for in- 
stance, at Lynn and other points which they both served, 
this has become a thing of the past and competition 
between carriers has been entirely wiped out. So great 
has the monopoly become that, as stated by Commissioner 
Prouty at one of the hearings, no such condition exists 
elsewhere in the country as that now in effect throughout 
the New England states, which occupy an almost unique 
position with their very many large manufacturing cen- 
ters within a comparatively small area, including as it 
does Boston, Waltham, Providence, Lynn, Salem, New- 
buryport, Concord, Nashua, Bridgeport, Plymouth, and 
others too numerous to mention, and all of which have 
voiced to the Commission their respective protests against 
the situation which has grown up. 

As illustrative of the matters most complained of, Mr. 
Homans called attention to the time element which, in 
many instances, is from 7, 10 and i2 days to go distances 
of from 50 to 100 miles. Another objectionable feature 
is the irregularity of the service; large interests find 
themselves receiving two cars one day, possibly 25 the 
next, and are therefore utterly unable to know how to 
take care of the service. This is a matter of general 
complaint, not so much as to the service on the direct 
lines in and out of Boston, but especially with reference 
to the interior New England cities. 

Continuing his argument, Mr. Homans reviewed the 
“normal service” record as estimated and presented by 
the railroads in specially prepared statements, taking 
Nashua, as a typical service, showing that from 4 to 5 
per cent of the service is more than 4 days late. He 
took the view announced by Commissioner Prouty at the 
hearings, namely, that in every instance where a ship- 
ment is more than 4 days late, it is safe to assume that 
something is the matter with the service. Records were 
also submitted by the carriers for many other points, in- 
cluding Bridgeport, where the service is almost universally 
bad when it has to pass through a transfer point. Records 


“were also submitted by the railroads as to Lynn, Glouces- 


ter and Fitchburg, tending to show that the percentage 
of 4 days or more late ran only from 2.2 to 8 per cent. 
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It is evident, he said, that the service, so long as it stays 
on the Maine Central is fairly good, but just as soon as 
it gets off that line it is universally bad. For instance, 
it takes 24 hours to move a distance of 2 miles to Boston. 

Mr. Homans !aid particular stress upon some illus- 
trative figures relative to the movement at Nashua, Bridge- 
port, Cincinnati and Cleveland on the B. & O., and York 
and Cleveland on the Pennsylvania, showing that on 
business within 100-mile radius of Cincinnati and Cleve- 
land the shipments average from 78 to 98 per cent on 
one-day delivery, whereas in New England and within 
a 100-mile radius of Nashua and Bridgeport they are only 
461% and 41 per cent of the service, respectively, on one- 
day delivery. : 

The passenger service is good, except on the Central 
Massachusetts and on the Fitchburg division. 

If there is bad service, what can be done to obviate 
it? asked Mr. Homans. Eliminating the hard winter of 
1912, it is inadequate and bad service, due to the fact 
that, in many cases, facilities are inadequate, and as to 
which improvements have been begun since the institu- 
tion of this hearing. The worst place is Boston, where 
the yards are in bad condition and the terminal condi- 
tions wretched, no system being maintained, and are 
operated under cumbersome and expensive methods, with 
more than 40 freight houses to be searched over in an 
effort to locate freight, these houses being, in many in- 
stances, miles apart. He suggests there should be some 
points for dumping freight for any destination. What 
has the New Haven done to help this situation? One 
thing is this, on the Mechanisville traffic the B. & M. 
formerly got the traffic and the revenue; this has now 
been diverted, as far as it is possible, al] the way to 
Maybrook, and this notwithstanding the fact that the 
B. & M. is in need of revenue and the New Haven owns 
a controlling interest in the stock of the B. & M.. This 
is borne out in the report of the Massachusetts Service 
Commission. In figures this changes the situation so 
that, whereas on movements via Mechanicsville the B. & 
M. earned the full return of 7 cents, by routing to May- 
brook the B. & M. only gets 3.6 cents and the New Haven 
5.4 cents, and this is equally true as to other points, from 
which traffic has been diverted and switched to the New 
Haven rails. 

Continuing, Mr. Homans asserted that the B. & M. 
is going into luxurious expenditures of money in the pur- 
chase, rental and leasing of lines, which its credit and 
financial conditions do not warrant, while it is not expend- 
ing the necessary money on terminals and yard facilities 
and in other ways in which it would do the most good 
to New England as a great manufacturing center, whose 
one advantage and asset is being on the sea, and of 
which they are being deprived by reason of the control 
of the ocean carriers by the New Haven, and which has 
been used to increase the rates oh pig iron and coal, 
which are approximately double what they are in other 
parts of the country. Not only this, but passenger fares 
and revenues have been increased, to the extent of $859,- 
000 in 1901. Demurrage and switching charges have also 
been increased. . 

Outlining the constantly increasing controlling in- 
terest of the New Haven in the steamboat lines, to a 
point where there are now only two independent lines 
out of Boston, it seems to that city to have hurt it not 
only at home but on the sea, and have brought about 
conditions from which they are now looking to the Com- 
mission for relief. 






=e = : “Se Ce 


a 


Aha I AB: BE Eo 


ee 





eatin ent et 


Ancapmmeer i 


' 
i 


5 


1048 THE TRAFFIC WORLD 


Louis Brandeis appeared for the state of Massachu- 
setts, and, replying to questions which had been asked 
of Mr. Homans, outlined the position of the B. & M., in 
its ownership of the Hampden road, which connects with 
the Central of Massachusetts, a single-track road, quite 
incapable of handling heavy traffic. 

Continuing, he said: The darkest period of this 
service in Massachusetts was for about 9 months before 
the commencement of this investigation, which aug- 
mented not only by the investigations, but by the 
wrecks which occurred in October, has led to extensive 
efforts to bring about better conditions. Notwithstanding 
a steadily increasing business, there has been, in 5 
months, a decrease of more than $3,000,000 in the operat- 
ing revenues on the B. & M. and the New Haven, brought 
about, not only by increases in wages, but by reason of 
a cessation of the policy of cheese-paring in matters of 
operation. 

The New Haven and the B. & M., for a 10-year period, 
did all they could to suppress competition and had loaded 
up with leases, perfectly useless in many cases, and at 
ruinous prices, up to the time of the acquirement of the 
B. & M. by the New Haven, which has pursued a policy 
of monopolization almost unknown in history. Not only 
was the policy wrong, but it was entered upon with a 
spirit of recklessness almost unprecedented. There had 
been increase in both capital and expenditure which 
were not profitable, which, in time, led to the necessity 
of an inauguration of a new policy to retrench, and out 
of many ways in which this might have been done, chose 
to do it by cutting down expenses. 


At the present time the B. & M. has passed its divi- 
dend with its stock at 55 and that of the New Haven 
selling at 105, and this has been brought about by a 
system of financial mismanagement almost unparalleled. 
For instance, the New York & Westchester road, which 
has no terminal facilities, and runs 21 miles, cost the 
New Haven $1,500,000 a mileand is retained at a monthly 
loss of $100,000. Another instance is that of its acquire- 
ment of merely a fringe of an equity in Rhode Island 
trolley lines at a cost of $24,000,000, on which last year 
they only earned 1% per cent. It has an investment of 

27,000,000 in the B. & M., on which it has sustained, 
and must continue to sustain, losses. 


So, with its acquirement of railroads, trolleys, steam- 
ship and ocean lines, this company is paying out more 
in dividends than its total earnings. The extraordinary 
way in which the books of the company have been kept 
make it impossible to believe that accurate returns are 
made. While the Commission’s examiners have been at 
work for five months on the books of the company, their 
report is that it would take many more months to arrive 
at anything even remotely approximating a correct an- 
alysis of its records, returns and property. The result 
of this policy is the B. & M. entered on 1913 with a 
aggregate of $24,500,000 of short time notes, and the New 
Haven with notes maturing within the next eight months 
of between forty and fifty million dollars. So that, de- 
spite the fact that this is a great railroad with earnings 
almost unsurpassed, it has been handled under a policy of 
financial management which would not characterize the 
financing of a most flagrant mining property, and as if 
there were no possibility of a day of reckoning ever 
coming. Here has been compressed, practically within 11 
years of great financial prosperity and growth, the break- 
ing down of a great railroad, notwithstanding its unregu- 
lated, uncontrollable and practically unregulatable mo- 
nopoly of railroad, steamship, trolley and ocean lines, all 
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growing out of trying to dominate a complex situation 
altogether beyond the grasp of any one mind, no matter 
how brilliant. 

At the afternoon argument of the New England fea- 
ture of the irregularities in practices of common carriers, 
on Tuesday, Edgar J. Rich, general solicitor for the Bos: 
ton & Maine, and Chas. F. Choate, Jr., for the New 
Haven, each made extensive arguments in defense of 
their respective roads, of which the following are ex 
tracts: 

After stating that his argument would cover the 
question of service and rates of the three roads under 
investigation and also questions particularly affecting the 
Boston & Maine, Mr. Rich reviewed the proceedings 
from their institution in July, 1912. He brought out that 
the commissioner had desired a tabulation as to time 
of shipments on the New England Lines at Bridgeport, 
Conn., Nashua, N. H., and Barton, Vt., in order to estab- 
lish the basis of normal service, which evidence will 
show to be a fair standard. The result of the tabulation 
was that at these three points the percentage of ship- 
ments which were normal, or within one day of normal, 
were at Bridgeport 94.6 per cent, at Nashua 81.5 per 
cent and at Barton 88.4 per cent. Mr. Rich then went 
on to show that commissioner had desired as a real 
test of service comparison of other rates where condi 
tions were similar, and as a result had selected certain 
other points. Tabulations were made which showed 
that the local service on the New England Lines was 
better than on the railroads selected for comparison 
For example, the percentages are: 

Per cent 


At Bridgeport, Conn, (New Haven)........... ita @aoeels 
BE OR, eh COD oo 60 066s os ta.v.0e bs oo id oil on a OE 89.5 
At Cima, Gh CE. B On). onc voenewceecies Segre ace mahe 86 
At Cleveland, O. (Penn.)...... a: ce ele ae ast oon sipkde bok pee 
AS a, GO Be ines os co sdvanadenoverealese 74 


This comparison is of local service only. The results 
of other service on the New England Lines are even 
more favorable. For instance, the through trains from 
Boston to Chicago, carrying the products of the New Eng- 
land factories, travel at the rate of 23 miles an hour on 
the Boston & Maine, and only 11.9 miles per hour on the 
low-grade Lake Shore & Michigan Southern. Further- 
more, the freight service between Boston and New York 
is the fastest and finest in the country. It is distinctly 
an express service at freight rates. 

Coming to the question of the financial situation, Mr 
Rich showed that the Boston & Maine Railroad is greatly 
undercapitalized, and in this connection said: 

For many years the laws of Massachusetts and 
other New England states required that stock should be 
allotted to stockholders at the market price. In conse- 
quence of this severely restrictive law the Boston & 
Maine Railroad has received, on the average, from the 
beginning, $143 for every share of stock which it has 
issued. Stock has been allotted at a price even as high 
as $190, by direction of the railroad commissioners. Fur 
thermore, its outstanding bonds, bearing interest at from 
3% to 4% per cent, amounting to $43,000,000 in the aggre- 
gate, have been issued at a price which on the average 
is a little above par. 

Im the case of the leased lines the undercapitaliza- 
tion is even more marked. The stock of these lines even 
now has to be sold either at auction or allotted to stock- 
holders at market price. The Fitchburg Railroad, Boston 
& Lowell, Concord & Montreal and Connecticut River 
Railroad have, since their respective leases, issued about 
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$6,000,000 of stock, par value, and have received and 
devoted to permanent improvements nearly $10,000,000 in 
cash. 

The total par value of the outstanding bonds and 
stock of the Boston & Maine Railroad and its leased 
lines is approximately $190,000,000, and although the ex 
act figures are not in evidence, it is a very conserva- 
tive estimate that they represent at least $225,000,000, 
which has been paid in, in cash, and used in the con 
struction and improvement of the system. 

It is most suggestive that in these days when the 
troubles that railroads find themselves in are attributed 
largely to watered stock, that the one great railroad 
which is suffering more severely than any other is the 
one road which not only has no water in its stock, but 
which has a capitalization greatly less than the amount 
of money actually expended in the construction and im 
provement of the road. 

Mr. Rich treated at length the question of the con- 
trol of the Boston & Maine by the New Haven, and 
showed how that had been more than ordinarily gener- 
ous. Continuing, he proved by comparisons with roads 
in other sections of the country that this control did not 
to any substantial degree eliminate competition, inas- 
much as the New Haven serves southern New England 
and New York, while the Boston & Maine finds its field 
in northern New England. 

The present rates for freight business show a net 
return to the New Haven on its physical valuation of 
41%4 per cent, while based on an estimated physical valu- 
ation the return to the Boston & Maine is less than 3 
per cent. Comparisons with certain selected points, 
chosen by the commissioner, show the rates on the New 
Haven and the Boston & Maine to be practically the 
same as those on lines in other parts of the country, 
and this in the face that coal on a New England loco- 
motive costs about $3 a ton as against a ton cost of 
about half that sum in the middle West. 

After a discussion of certain matters distinctly local, 
for which the Boston & Maine management has been 
criticized, Mr. Rich concluded as follows: 


With the exception of the service on the Boston & 
Maine Railroad, during the winter of 1911-12, the sta- 
tistics and comparisons establish the fact that the serv- 
ice on that road, local and through passenger and freight, 
is better than on roads in other parts of the country. The 
service on the New Haven, both local and through pas: 
senger and freight, judged by any comparisons which 
have been or can be submitted, is distinctly better than 
in any other part of the country. 


If the service is still unsatisfactory to the public it 
is because the public is demanding a better service than 
it is paying for. In short, it is demanding an expre:s 
service at freight rates. 


If the demands of the public are to be satisfied, 
especially with reference to service on the Boston & 
Maine Railroad, the remedy must be in an increase in 
rates which will enable the railroad to earn a reasonable 
return so that it may give the service which the public 
demands by a fuller utilization of its present facilities 
and by an increase in the facilities—an increase which 
can only be brought about by large expenditures for per- 
manent improvements. 

The New Haven control of the Boston & Maine. Rail- 
road has not in any degree diminished the resources or 
revenues of the Boston & Maine; but on the contrary its 
support has been distinctly helpful, and but for that sup- 
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port the crisis in the Boston & Maine affairs would have 
come earlier than it has, 

Charles F. Choate, counsel for President Mellen and 
the New York, New Haven & Hartford, argued at great 
length. The following are parts of his argument in ab- 
stract: 

It was argued at the hearing, and may again be 
urged, that the total increase of capital of the New Haven 
Railroad from 1902 to 1912 was 400 per cent, while its 
gross revenue increased 42 per cent. But this ancient 
fallacy, advanced by the same author five years ago, stiil 
persistently omits from the comparison the gross revenue 

ne properties acquired by the outlay of this addi- 
tional capital and confines the comparison to the increase 
in gross capital for the entire system with the increase 
in gross revenue of the steam railroad only, plus the 
net revenue of other acquired property. For instance, 
in this increased capitalization is included the capital 
necessary to acquire the New York, Ontario & Western; 
the Boston & Maine; the Rhode Island trolleys; the New 
York, Westchester & Boston; the Merchants’ & Miners’ 
Transportation Co., and the Connecticut Co., which owns 
and operates the Connecticut trolleys, but in the gross 
revenue plus the income with which the comparison is 
made is included only net income to the New Haven 
from the properties above mentioned. This analysis 
shows the misleading character of the comparison. For, 
if, upon the one hand, is to be set up the gross capitali- 
zation of the system, on the other hand must also be set 
up the gross revenue earned by that capital. 

Another characteristic illustration of the misleading 
use of figures in the attack made upon the financial 
condition of the New Haven company is found iz the 
criticisms of its profit and loss balance. This balance 
on June 30, 1912, exceeded $12,000,000. It was claimed 
that in the years 1903 to 1912 the New Haven company 
had charged against depreciation only about 10 per cent 
of its equipment value, while three other roads, the 
Southern, Louisville & Nashville and Baltimore & Ohio, 
had charged percentages ranging from 14 per cent to 
20 per cent of equipment value, respectively, and it was 
suggested that had the New Haven charged to deprecia- 
tion as high a percentage of its equipment value as these 
other roads, its profit and loss balance would have been 
reduced substantially and a large deficit instead of a 
surplus resulted, but this theory is not only unsound 
in itself, because standards of the three roads mentioned 
ean have no application to the New Haven, but is also 
fallacious, because it omits to consider the large amounts, 
aggregating more than $20,000,000, charged by the New 
Haven during the same period against profit and loss 
and expended in new equipment, improvements and bet- 
terments, which might have been charged to capital. 

It was charged that the New Haven neglected to 
adopt proper accounting methods with reference to its 
charges for depreciation of equipments. This sugges- 
tion is entirely met and answered by the fact that the 
chief examiner of the Interstate Commerce Commission 
as late as February, 1913, recommended that the New 
Haven continue for the present the practice with ref- 
erence to charging depreciation which it has followed 
from 1903 to the present time. The charge is again 
misleading and fallacious in that it fails to recognize 
the enormous expenditures for new equipment made by 
the New Haven for this period, namely, the sum of at 
least $50,000,000. Again, an analysis of the New Haven 
equipment account shows that in 1903 it stood at $7,500,- 
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000, which, obviously, for a road of this character, was 
much too low. An appraisal the following year required 
a readjustment of this amount by the addition of about 
$8,000,000. 

In 1906 there was added at the suggestion of Price, Wa 
terhouse & Company the equipment of leased line in the 
possession of the New Haven Company aggregating $8,800, 
Or making a total equipment value at that time of about 
$24,000,000. To this add $50,000,000 expended on new 
equipment and the sum reaches 74,000,000. An appraisal 
of the New Haven equipment made by the Validation Con 
mittee appointed by the Legislature of Massachusetts in 
October, 1910, places the value of the New Haven’s equip- 
ment at that time at about $54,000,000, and this figure is 
30 per cent below the cost of replacing such equipment, as 
estimated by the appraiser of the Validation Committee 
In the years 1911 and 1912 about $9,000,000 was expended in 
additional new equipment, which would have brought the 
total upon this basis to a sum exceeding $63,000,000. On 
June 30 the New Haven equipment account stood at $62, 
800.000 

The report of the Commission on Commerce and In 
dustry contains a careful analysis of the New Haven’s ex 
penditures per unit of equipment for maintenance and re 
pairs. This analysis shows that the expenditure of the 
New Haven for maintenance and repairs largely exceeds 
that of the Boston & Maine road operating in similar ter- 
ritory, although it is significant that the equipment of the 
New Haven, because of the large expenditures noted above, 
was practically new, while the equipment of the Boston & 
Maine reflected no such expenditures. A comparison made 
by the witness Josiah Hill on the charges for maintenance 
and repairs with similar charges on the New York Central 
shows larger expenditure per unit run by the New Haven 
than by the New York Central. A comparison with the 
expenditures of the Southern, Louisville & Nashville and 
Baltimore & Ohio is of no value unless the comparisons 
start from a comparable basis, which basis is entirely lack 
ing in the figures of Accountant Brown. 

The result of these various considerations shows that 
the figure at which this equipment is carried by the New 
Haven is sound and represents real value behind it. That 
this is the fundamental fact is admitted by Mr. Brown. As 
Commissioner Prouty said, “the New Haven’s equipment 
item is not far out of the way.” If this conclusion is true, 
arguments that larger charges should have been made to 
depreciation than were in fact made is unsound and the 
resulting conclusion that such charges would have reduced 
the profit and loss account being based upon a false 
premise are also unsound. 

The incomplete investigation by Accountant Brown 
not yet reported to the Commission may also disclose 
charges against profit and loss aggregating possibly $20,000,. 
000 in the last ten years which the New Haven has made 
for improvements and betterments which might properly 
have been charged to capital. If the charges against profit 
and loss for 1911 nd 1912 for improvements and better- 
ments and new equipment aggregate about $9,000,000 which 
might properly have been charged to capital, and if this 
sum be added to the profit and loss account of June 306, 
1912, that account would be increased to an amount exceed- 
ing $20,000,000. Thus the integrity of the profit and loss 
item in the New Haven balance sheet is proved beyond 
question, The theories upon which it is argued that the 
profit and loss item is impaired are shown to be unfounded 
and absurd. 


Another attack upon the profit and loss item is with 
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respect to the credit to that item of premiums realized 
from the sale of stock in the year 1907. It was argued that 
the item $8,521,000 realized from premiums upon stock sold 
and added to profit and loss was in reality a paper profit. 
It is only necessary to point out in passing that the classi- 
fication of ithe Commission requiring premium on stock 
to be carried in a separate-premium account as a capital 
charge was not in force till the year 1912, and that the 
New Haven, in common with almost all other railroads in 
the country, carried its premiums realized from the sale 
of stock in its profit and loss account. So far, then, as 
bookkeeping was concerned, this was the proper account 
to which to credit the premium. 

This premium was obtained from three sources; first, 
from the exchange of approximately of 110,000 shares of its 
own stock, for a similar number of shares of Boston & 
Maine stock then worth in the market approximately $160. 
If the New Haven had sold its own stock for cash at 160 
and bought an equal amount of Boston & Maine stock 
worth 160, there could be no question but what it would 
be justified in claiming that it had realized a premium 0! 
$60 a share. The capital account would have been in 
creased by $11,000,000 worth of stock issued to obtain the 
Boston & Maine stock and the assets increased by 110,00! 
shares of Boston & Maine stock worth each $60 more than 
par. This $60 a share would have equaled more than 
$6,500,000. 

There was exchanged in the same year $875,000 of 
New Haven stock at $200 a share for $1,750,000 of deben 
tures of the Consolidated Railway outstanding in the hands 
of the public. These debentures were cremated. About 
$1,850,000 of New Haven stock was used to acquire proper- 
ties, the premium above par represented by the market 
price was realized. The sum of the premiums aggregated 
the $8,521,000—thus proved to have been properly credited 
to profit and loss. 

Another attack was based upon the alleged failure to 
charge proper amounts to depreciation on steamship prop 
erties. It is to be remembered that for a long time efforts 
were made by marine companies to resist the jurisdiction 
of the Interstate Commerce Commission. It was the prac 
tice of the New Haven Company, which had acquired thes: 
steamship lines with railroad companies leased, to charge 
off arbitrarily considerable sums for depreciation from time 
to time, and to charge off the entire value of steamships 
when retired from service or broken up, and this practice 
it had inherited from the companies from which these 
steamships had been acquired. If, however, there had been 
any deficiency in charging to depreciation on steamships 
this deficiency is much more than offset by the New Haven’s 
conservative practice in charging against operating ex 
penses instead of to capital the amount of $800,000 in 
terest upon properties under construction, which charge 
might properly be made to capital. These questions are 
questions of bookkeeping. The fundamental question is 
whether the property stands upon the books of the com- 
pany at a value not in excess of its real worth. That these 
values have not been excessive is well proved by the fact 
that for steamship properties carried at from $11,000,000 to 
$13,000,000, the New Haven Company received a cash offer 
of $20,000,000, and that the Validation Committee finds the 
New Haven’s assets exceed its liabilities by $100,000,000. 





United Fruit Co., 17 Battery place, New York, has 
issued a card showing its May schedule covering all 
sailings from New York to Jamaica, Central and South 
America. 
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THE 


ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 

- ters Relating to Traffic 





L. NICOLSON 


L. Nicolson, whose portrait is presented herewith, 
ias been appointed secretary and traffic director of the 
ewly Traffic Bureau of Associated Industries, 
Central Manufacturing District, Chicago, effective May 1, 
915. 

Mr. Nicolson was born in Alma, Kan., Dec. 16, 1888. 


He entered the service of the Chicago, Rock Island & 


formed 





L. NICOLSON, 
Traffic Director, Bureau of Associated Industries. 


Pacific Railway at Chicago in July, 1903. He has served 
continuously with the Rock Island lines in almost every 
position connected with the freight traffic department. 
He possesses a wide knowledge of traffic affairs, and his 
selection for this pioneer work with the new traffic bu- 
reau indicates his right to the distinction of being one 
of the progressives of the day in the traffic world. 

The Traffic Bureau of Associated Industries, Central 
Manufacturing District, is an organization composed of 
the principal industries located on the tracks of the Chi- 
cago Junction Railway in that district, and Mr. Nicol- 
son’s duties will lie entirely in fostering the interests 
of these concerns in their relations with the carriers 
serving Chicago and its environs. 

Maurice Walsh, commercial agent, Atlanta, Birming- 
ham & Atlantic at Cincinnati, has been made traffic man- 
ager, Georgia Coast & Piedmont Railroad, effective June 1. 
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PERSONAL 


William Wolff Smith has severed his connection with 
the Trade and Transportation Bureau, organized by W. B. 
Barr and himself, some time ago. Mr. Smith has taken 
over the former quarters of the Bureau in the Southern 
suilding, where he will have associated with him Messrs. 
E. H. Pullman, J. Leyden White and others formerly 
connected with the Bureau. He will also have the co- 
operation of several other experts. 





R. Alan Turner has been appointed freight solicitor, 
Pennsylvania Railroad, with office 2 Beaver street, New 
York, vice Albert D. Forman, promoted, effective May 
1, 1918. 

W. R. O’Hara has been appointed freight solicitor, 
Northern Central Railway and Philadelphia, Baltimore & 
Washington, with office northeast corner Baltimore and 
Calvert streets, Baltimore, Md., vice W. W. Finley, Jr., 
promoted, effective May 1, 1913. 

W. W. Finley, Jr., has been appointed freight solicitor, 
Pennsylvania Railroad, with office Essex Building, corner 
Clinton and Beaver streets, Newark, N. J., rice R. Alan 
Turner, promoted, effective May 1, 1913. 

T. H. Hayden has been appointed general manager 
of the Cumberland Railroad, with headquarters at Arte- 
mus, Ky., vice B. C. Milner, resigned. 

H. J. Booth has been appointed traffic manager, the 
Lorain & West Virginia Railway, with headquarters at 
No. 1003 Rockefeller Building, Cleveland, O. 

He is also appointed special agent, in connection with 
the traffic department, of the Wheeling & Lake Erie Rail- 
road. 

William A. Colston has been appointed general so- 
licitor of the Louisville & Nashville Railroad, with office 
in Louisville, Ky., vice Albert S. Brandeis, deceased. Nel- 
son W. Proctor is appointed to position of commerce 
attorney. Edward D. Mohr and William Burger are ap- 
pointed assistant commerce attorneys, effective April 15, 
1913. 

Edward Briggs has been appointed assistant general 
freight agent, the Wheeling & Lake Erie Railroad. 


ERIE TRAFFIC MEN INSPECT 





Freight and passenger traffic agents of the Erie re- 
cently made an extended trip over the line inspecting 
facilities and opportunities, at the conclusion of which 
a business meeting was held at the Bellevue-Stratford. 

The object of the trip and meeting was to enable the 
traffic officials to make plain the business conditions of 
their territory, and to make suggestions for improve- 
ments. D. W. Cooke, general traffic manager; E. T. Camp- 
bell, traffic manager; D. L. Gray, assistant freight traffic 
manager, and G. A. Bergen, coal traffic manager, made 
addresses at the business meeting. 


LATEST MOVE IN BOX CASE. 

Luther M. Walter and W. E. Lamb, attorneys for the 
fiber interests, have filed a petition with the Interstate 
Commerce Commission asking that the rates prayed for 
in the Pridham case be granted pending the final de- 
termination of the matter by the Commission, which is 
not expected to be before next fall. The wooden box 
interests are opposing the proposition vigorously. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Consignor Cannot Exempt Himself from Freight Charges 
by Notice. 

St. Louis —‘1. Has the carrier the privilege of with- 
drawing its account for freight charges against a bank- 
rupt consignee and making its collection from _ the 
shipper? 

“2. Can the carrier allow such account to be settled 
pro rata with other accounts due by the bankrupt and 
then collect the balance due from the shipper, or is 
freight a preferential claim in bankrupt settlements? 

“3. Can the shipper protect himself in sale to doubt- 
ful parties by notifying the carrier to collect its charges 
before delivery of the goods?” 

The consignor is liable to the carrier for the freight. 
He is none the less liable because the consignee is also 
liable. It is held not to be obligatory upon the carrier 
to collect the freight of the consignee, even when the 
bill of lading contains the clause, “consignee paying the 
freight thereon.” It will alter none of the rights of the 
carrier, to whom the consignor became bound .for the 
freight as soon as the goods were delivered for carriage, 
unless the carrier has entered into a new contract with 
the consignee, by which it may forfeit its right to resort 
to the consignor. Some courts have held that the ac- 
ceptance by the carrier of a bill of exchange drawn by 
the consignee on the consignor does not discharge the 
latter from liability. Other courts have held that the 
acceptance by the carrier of the consignee’s promissory 
note shows such a reliance upon the present responsi- 
bility of the consignee as to discharge the consignor 
from liability. Our opinion is that questions 1 and 2 
should be answered in the affirmative. 

By law the carrier is compelled to make and collect 
a reasonable charge as compensation for the carriage of 
goods. And as it may demand in advance, and make its 
payment a condition of the acceptance of the goods, it 
is very doubtful if the consignor can protect himself in 
the payment of the freight by the consignee by instruct- 
ing the carrier to collect its freight charges from the 
consignee before making a delivery of the goods. 


a ok * 


Carrier May Refuse to Deliver in Country Engaged in 
War. 

Arizona.—"“We have paid to a certain railroad com- 
pany a diversion charge on one carload of powder which 
was originally consigned to a point in Mexico, but which 
the railroad company would not deliver at destination at 
the present time, due to the fact that the state govern- 
ment is at present operating the Mexican lines of the 
railroad company of Mexico. There is no physical rea- 
son why the car could not be delivered at destination 
as consigned, the only reason for its non-delivery being 
that the railroad company is unwilling to cross any cars 
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to Mexico until such time as the operation of the rail- 
road of Mexico is again turned over to the railroad com- 
pany. As the consignee is very much in need of the 
powder in this car, they are accepting delivery here in Ari- 
zona, crossing the powder to Mexico in wagons and re 
loading it there for shipment to destination. «We believe 
that as the consignee was, and is, willing to take delivery 
at destination point, and that as there is no physical 
reason why it could not be so delivered, that this diver- 
sion charge has been unlawfully assessed.” 

It is a matter of public knowledge that a state of 
rebellion, and possibly revolution, has existed for some 
time in Mexico; at least, that hostilities between the peo- 
ple of that country have become so serious and flagrant 
as to acquire the character of a war, and the combatants 
treat each other as enemies with a recognition of bellig- 
ent rights. Now, persons engaged in rebellion are public 
enemies, and the law exempts a carrier from losses aris- 
ing from the acts of the public enemy, and dissolves a 
contract of affreightment when delivery is to be made in 
the country of such enemy. If, in addition, the shipment 
is of contraband goods and is consigned to a point in a 
country where hostilities are threatened .or in progress, 
and to proceed to destination would subject them to 
seizure and confiscation, the carrier would be justified 
in refusing to proceed further on the journey and ex 
cused from a performance of the contract of carriage. 
In such instances, it may make delivery to a point of 
safety, there to await further orders from the shipper, 
without forfeiting its claim to pro rata freight, and this 
rule is now generally approved by the courts of this 


country. 
+ * a 


Misrouting L. C. L. Shipments Contrary to Bill of Lading. 

North Carolina.—‘‘For the last year or so we have 
received some L. C. L. shipments out of Michigan ter- 
ritory misrouted against bills of lading by carriers. Prac- 
tically all of such shipments were delivered by lines 
other than that mentioned in ladings, and as a result 
of this mishandling we had to pay a much higher 
rate, and, furthermore, most of said shipments were 
delayed several days, the lines over which they moved 
not being the logical routing. Under the circumstances, 
what course of action have we a right to institute 
against the carriers?” 

By both court decisions and the Interstate Com- 
merce Commission rulings a carrier cannot disregard 
routing instructions without incurring liability for result- 
ing damages. The measure of damages for misrouting 
a shipment is the difference between the rate paid via 
the route over which the shipment moved and the rate 
that would have been paid via the route specified in the 
bill of lading. If the carrier chargeable with the mis- 
routing fails or refuses to apply to the Commission for 
an order to make a refund, on the basis above stated, 
then the party paying the freight could seek redress 
through formal proceedings before the Commission. In 
addition, an action for damages would lie in a court of 
competent jurisdiction for any undue delay in and injury 
to the shipment while in transit. 


Ed * * 


Goods Misdirected but Correctly Addressed in Receipt. 

New York.—‘“I notice on page 792 of THe TRAFFIC 
Wor.LpD, Volume 11, No. 14, an answer to an inquiry rela- 
tive to goods misdirected but correctly addressed in 
receipt. This company received a shipment at Detroit, 
Mich., wrongly addressed by the shipper to Monroe, Wis., 
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but receipted for as destined to Monroe, Mich. The mat- 


ter was referred to the Interstate Commerce Commission, 
and it substantially replied that the express company 
should forward property to the destination indicated in 
the transportation contract, and that a refund should be 
made to the shipper of an amount representing the dif- 
ference between the charges lawfully collectable had the 
shipment moved direct to the proper destination and the 
charges actually collected.” 

It does appear that several such letters have been 
written by the office of the secretary of the Commission. 
But as this view of the subject is at variance with the 
eatlier ones by the Commission, and is not in accord 
with court decisions in cases involving the same point, 
we are not now prepared to say that the final view of 
the Commission, officially promulgated as an order, will 
differ materially from that ‘stated in our answer to 
“Michigan,” appearing on page 792 of the April 5, 1913, 
issue of this paper. 

z . 
Rights of Owner in Delayed Shipments, 

Ohio.—“A shipment consigned to a customer in 
Texas is in transit about three months, and at last turns 
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up at destination. Customer in meantime cannot wait 
for goods and buys elsewhere, and refuses to take con- 
signment when it turns up at destination. Shipper re- 
fuses to offer any disposition of goods upon being noti- 
fied that they are on hand, unclaimed or refused, but 
instead files claim for non-delivery, claiming that he is 
out that sale, and not alone that, but frequently he gains 
the ill will of his customer. Is he not entitled to claim 
and payment on this? If there is a book published 
which covers points like this, will you kindly publish 
title and place to get same?” 

The owner of the goods has a remedy against the 
carrier for any unreasonable delay in the transportation 
of the same, but he is not permitted to abandon the 
goods on that account, unless they have become wholly 
worthless. He is bound to receive the goods, pay the 
freight charges due thereon and hold the carrier liable 
for any deterioration, or any fall in market value, or any 
reasonable expense to which he has been put by reason 
of the: delay. 

Hutchinson on Carriers, 3d Edition, is a reliable work 
on this subject, and is for sale by the publishers of 
THe TRAFFIC WORLD. 











Docket of The Commission 





OPIES of the testimony or oral argument, or extracts therefrom, taken by the official stencg- 
“(* raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12! 
cents per page of approximately 200 words. Application and payment therefor should 
be made directly to them.” (Interstate Commerce Commission, Special Order No. 1, 


Series of 1909.) 


Application for transcripts of testimony taken at Washington should be directed to Hulse & 
Allen, Whitford Blidg., Washington, D, C., and application for transcripts of testimony taken outside 
of Washington should be addressed to Hulse & Allen, 115 Broadway, New York. 


Advertisement 





Note.—Items in the Docket marked with an asterisk 
(*) are new and have not been carried in the publication 
during the preceding week. 





May 10—Argument at Washington, D C. 

Case No. 5391—German Kali Works vs. A. T. & S. F. 
Ry. Co. et al. 

Case No, 5387—National Syrup Co. vs. C. & N. W. Ry. 
Co. et al. 

Case No. 5392—Dairymen’s Supply Co. vs. P. R. R. Co. 
et al. 

Case No. 5472—Charles K. Parry Co. vs. P. R. R. Co. 

May 12—Hearing at Billings, Mont., before Special Ex- 
aminer Carmalt. 
Case No. 5448-—Board of R. R. Commissioners of 
the state of Montana vs. C. B. & Q. R. R. Co. et al. 
Case No. 5315—Board of R. R. Commissioners of the 
state of Montana vs. Nor. Pac. Ry. Co. et al. 
May 14—Argument at Washington, D. C. 

I. & S. No. 184—Advances on lumber from Memphis, 
Tenn., and Alexandria, La., to the port of New Orleans 
for export. 

I. & S. No. 177—Advances on lumber between points 
in Louisiana and Mississippi and Memphis, Tenn. 

Case No. 4942—Memphis Freight Bureau vs. II], Cent. 
R. R. Co. et al. 

May 15—Argument at Washington, D. C. 

Case No. 5180—Chas G. Blake & Co. vs. Cent. Vt. Ry. 
et al. 

Case No. 5322—James C. Wright et al. vs. C. & N. W. 
Ry. Co. 

Case No. 5363—Traffic Assn. of St. Louis Coffee Im- 
porters vs. Ill. Cent, 

May 15—Argument at Washington, D. C. 
Case No, 5314—Allentown Portland Cement Co. vs. 
P. & R. Ry. Co. et al. 


May 16—Argument at Washington, D. C. 

I. & S. No. 185—Advances on coal between Zeigler, IIl., 
and points in Missouri, Iswa, and other states by can- 
cellation of joint rates in connection with the Chicago, 
Zeigler & Gulf Ry. 

Case No. 5292—Eastern Wheel Manufacturers’ Assn. 

et al. vs. Ala. & Vicks. Ry, Co. et al. 

I. & S. No. 226—Washington, D. C., Store Door De- 
livery. 

May 17—Argument at Washington, D. C. 

Case No, 4961—Atlanta Journal] Co. et al. vs. S. A. L. 
Ry. et al. 

Case No. 5026—Mayor and City Council of Vienna, Ga., 
vs. Ga. Sou. & Fla. Ry. Co, et al. 

Case No. 5080—La Grange Chamber of Commerce vs. 
Atlanta & West Point Ry. Co. et al. 

Case No. 4974—Victor Mfg. Co. et al. vs. Southern 
Ry. Co. 
Case No. 5313—J. W. Sproles vs. S. A. L. et al. 
May 19—Hearing at Washington, D. C., before Commis- 
sioner Clements. 

*Case No. 4189—Norcross Bros. Co. vs. L. & N. R. R. 

Co, et al. 
May 19—Argument at Washington, D. C. 

Case No. 4606—Youngstown Sheet & Tube Co. et al. vs. 
P. & L. E. R, R. Co, 

Case No. 4608—Youngstown Sheet & Tube Co. et al. vs. 
L. S. & M.S. Ry. et al, 

May 19—Hearing at Ft. Wayne, Ind., before Special Ex- 
aminer Henderson. 

*Case No. 5224—Fullerton-Powell Hardwood Lumber 
Co. vs. Morehead & North Fork R, R. Co, et al. 

May 20—Hearing at Lafayette, Ind., before Special HEx- 
aminer Henderson. 

*Case No. 5121—Charles W. Brackney et al. vs. C. & 
N. W. Ry. Co. et al. 





enna rani ine 


rN tenet 


_— 


EAE SNE Tas te A ON et al te a thn 


1054 THE TRAFFIC WORLD 


May 20—Argument at Washington, D. C. 

Case No. 4894—John I. Rogers et al. vs. B. & O. R. R. 
Co. et al. 

Case No. 4923—Douglas & Co. vs. Ill. Cent. R. R. Co. 
et al. 

May 20—Hearing at Washington, D. C. 

Case No. 5393—National Baggage Committee vs. 
A. T. & §S. F. Ry. Co. et al. 

May 21—Hearing at St. Louis, Mo., before Special Ex- 
aminer Henderson, 

*Case No. 5533—Napoleon Hill Cotton Co. vs. M. K. 
& T. Ry. Co. 

*Case No. 5660—French Battery & Carbon Co. vs. 
L. S. & M. S. Ry. Co. et al, 

May 21—Argument at Washington, D. C. 

Case No. 4656—Columbia Chamber of Commerce vs. 
Sou. Ry. Co. et al. 

Case No. 5336—McCaa Coal Co. vs. Coal & Coke Ry. Co. 

Case No, 5358—Morris Fork Coal Co. vs. Coal & Coke 
Ry. Co. 

May 22—Argument at Washington, D. C. 

*Case No. 5354—In the matter of practices and regu- 
lations governing the issuance, sale and exchange of 
mileage books. 

May 22—Hearing at Burlington, Ia., before Special Ex- 
aminer Henderson. 

*Case No. 5632—Lagomarcino-Grupe Co. vs, C. B. & 
Q. R. R. et al. 

*Case No. 5288—Lagomarcino-Grupe Co, vs. C. R. I. 
& P. Ry. Co. et al. 

*Case No. 5203—Huiskamp Bros. Co. vs. C. & N. W. 
Ry. Co. ® 

May 23—Hearing at Dubuque, Ia., before Special Ex- 
aminer Henderson. 

*Case No. 5497—East Dubuque Supply Co. et al, vs. 
Ill. Cent. R. R. Co. et al. 

*Case No. 5498—East Dubuque Supply Co. vs. II. 
Cent. R. R. Co, et al. 

May 22—Arguments at Washington, D. C. 

Case No. 5191—Anderson-Tully Co. et al. vs. M. La. 
& Tex. R. R. Co. & §S. S. Co. et al. 

May 24—Hearing at Des Moines, Ia., before Special Ex 
aminer Henderson. 

*Case No. 5280—Marshall Oil Co. of Iowa vs. C. Gt. 
West. R. R. Co. et al. 

*Case No. 5663—Kune Grain Co. vs. M. & St. L. R. 
R. Co, et al. 

May 26—Hearing at Sioux City, la., before Special Ex- 
aminer Henderson. 

*Case No. 5202—Sioux City Brewing Co. vs. C. M. & 
St. P. Ry. Co. et al. 

*Case No. 4984—Archie Floran et al. vs. Wells- 
Fargo Co. et al. 

*Case No, 5048—Livingston Bros. vs. C. M. & St. P. 
Ry. Co. et al. 

*Case No. 5104—Dakota & Western Ry. Co. vs. Rapid 
City B. H. & West. R. R. et al. 

May 26—Hearing at Washington, D. C., before the Com- 
mission: 

Case No. 3666—In the matter of the regulations for 
the transportation of explosives and other dangerous 
articles by freight and by express. 

Upon the question of proposed amendments of or 
additions to the Commission’s regulations governing the 
transportation of explosives and other dangerous articles. 

May 26—Hearing at Washington, D. C., before Special 
Examiner Thurtell. 

Fourth Section Application No. 2877 C. M. & St. 
P. By. 

Fourth Section Application No. 1980 M. St. P. & 
Ss. S. M. 

Fourth Section Application No. 4008 C. St. P. M. & 
O. Ry. 

Fourth Section Application No. 69 C. & N. W. Ry. 

May 27—Hearing at Sioux City, Ia., before Special Ex- 
aminer Henderson. 

*Case No. 5399—Flanley Grain Co. vs. Mo, Pac. Ry. 
Co. et al. 

*Case No. 5627—Warfield-Pratt-Howell Co. vs. C. M. 
& St. P. Ry. Co. 

May 29—Hearing at Omaha, Neb., before Special Ex- 
aminer Henderson. 

*Case No. 4837—Omaha Cooperage Co. vs. Ill. Cent. 
R. R. Co. et al, 
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*Case No. 5258—Geo. H. Lee Co. vs. Ill. Cent. R. R. 
Co. et al. 
*Case No. 5372—Baum Coal Co. vs. C. & N. W. Ry. 
Co, et al. 
*Case No. 5379—Bradford-Kennedy Lumber Co. vs. 
Tex. & N. O. R. R. Co. et al. 
*Case No. 5467—Gavess Elevator Co. et al. vs. Mo 
Pac. Ry. Co. et al, 
*Case No. 5666—H. F. Cady Lbr. Co. vs. A. T. & 
S. F. Ry. Co.- et al, 
May 30—Hearing at Omaha, Neb., before Special Ex- 
aminer Henderson. 
*Case No, 5310—Commercial Club of Omaha vs. C 
B. & Q. R. R. Co. et al. 
*Case No. 5378—M. C. Peters Mill Co. vs, C. B. &Q. 
z. B. Ce. ot al. 
*Case No, 5449—Dodds Lumber Co. vs. C. B. & Q. 
R. R. Co. et al. 
*Case No. 5567—Beatrice Commercial Club vs. C. B 
& Q. R. R. Co. et al. 
*Case No. 5559—C. W. Hull Co. vs, Elgin J. & E. Ry. 
Co. et al. 
*Case No. 5597—C. W. Hull Co. vs. C. B. & Q. R. R. 
Co. et al. 
June 2—Hearing at Kansas City, Mo., before Special Ex- 
aminer Henderson. 
*Case No. 5401—Southwestern Missouri Millers’ Club 
“. a 6 E.R. Ce 
*Case No. 5478—Thomas A. Osborne vs. A. T. & S 
F. Ry. Co. et al. 
*Case No. 5589—United Kansas Portland Cement Co 
vs. Mo. Pac. Ry. Co. et al. 
June 3—Hearing at Kansas City, Mo., before Special Ex 
aminer Henderson. 
*Case No, 5603—Peycke Bros. Commission Co. vs 
Fla. E. C. Ry. Co. et al. 
*Case No. 5610—Waterman Lumber & Supply Co 
vs. Texas & Gulf Ry. Co. et al. 
*Case No. 5620—C. C. Clemons Produce Co. vs. C. & 
A. BR. BR. Ce, ot al. 
*Case No. 5636—Kansas City Hay Co. vs. Mo. Pac. 
Ry. Co. et al. 
June 5—Hearing at Topeka, Kan., before Special Ex 
aminer Henderson. 
*Case No. 5625—Millers Grain -Co. vs. A. T. & S. F. 
Ry. Co, et al. 
June 6—Hearing at Salina, Kan., before Special Ex 
aminer Henderson. 
*Case No. 5611—Salina Produce Co. vs. Mo. Pac. Ry. 
Co. et al. 
June 7—Hearing at Wichita, Kan., before Special Ex 
aminer Henderson. 
*Case No. 5352—Volco Mfg. Co. vs. A. T. & S. F. Ry. 
Co. et al. 
*Case No. 5484—Enns Milling Co. vs. C. R. I. & P 
Ry. Co. et al. 
June °—Hearing at Bartlesville, Okla., before Special Ex- 
aminer Henderson, 
*Case No. 5586—Bartlesville Supply Co. vs. A. T. & 
S. F. Ry. Co. et al. 
June 10—Hearing at Oklahoma City, Okla., before Special! 
Examiner Henderson. 
*Case No. 5590—Bigham & Rose vs. Tex. & Pac. Ry. 
Co. et al. 
*Case No. 5639—Millers Bros. vs. Mo. Pac. Ry. Co. 
et al, 
*Case No. 5649—Corporation Commission of Okla. vs. 
K. C. M. & O. Ry. Co. et al, 
June 12—Hearing at McAlester, Okla., before Special Ex- 
aminer Henderson. 
*Case No. 5301—Clyde Stewart vs. M. K. & T. Ry. 
Co, et al. 
June 13—Hearing at Ft. Smith, Ark., before Special Ex- 
aminer Henderson. 
*Case No. 5551—T. G. Long & Co. vs. St. L. & S. F. 
R. R. Co. 
June 14—Hearing at Little Rock, Ark., before Special 
Examiner Henderson. 
*Case No. 5476—Samuel Preston Davis vs, St. L. I. 
M. & Sou. Ry. Co, et al, 
*Case No. 5565—Scott-Maver Commission Co. vs. C. 
R. I. & P. Ry. Co. et al, 
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*Case No. 5594—George H. Lee vs. St. L. So. Wn. Ry. 
Co. 
*Case No. 4687—Scott-Mayer Commission Co. vs. A. 
T. & S. F. Ry. Co. et al. 
*Case No. 5248—Merchants’ Frt. Bureau of Little 
Rock vs. St. L. I. M. & Sou. et al. 
June 17—Hearing at St. Louis, Mo., before Special Ex- 
aminer Henderson. 
*Case No. 5454—Stewart Green Lumber Co. et al. vs. 
St. L. I. M. & Sou. Ry. et al. 
*Case No. 5469—Pendleton Grain Co, vs. Term. R. R. 
Assn. of St. Louis. 
June 18—Hearing at Evansville, Ind., before Special Ex- 
aminer Henderson. 
*Case No. 5366—Geo. L. Meeker & Co. vs. Ill. Cent. 
R, R. Co. et al. 
June 19—Hearing at Louisville, Ky., before Special Ex- 
aminer Henderson. 
*Case No, 4516—James D. Watson vs. Ky. & Tenn. 
Ry. Co. et al. 
*Case No. 4720—Tennessee Coal Co. vs. Ky. & Tenn. 
Ry. Co. et al 
*Case No. 5356—Louisville Cement Co. vs. L. & N. 
R. R. Co. et al. 
*Case No. 5607—Washburn Crosby Milling Co. vs, B. 
& O. S. W. R. R. Co. 
June 20—Hearing at Louisville, Ky., before Special Ex- 
aminer Henderson. < 
*Case No, 5488—Oman-Dowling-Gseém Stone, Go. vs. 
N. Y. C. & H. BR. BR. B. Co. et al. 


COMPLAINTS 


Digest of New Petitions Flled with the Interstate 
Commerce Commission 





No. 5723.. Koch Butchers’ Supply Co. of Kansas City, 
Mo., vs. Chicago & Alton R. R, Co. 

Unreasonable and unjust charges on shipments of 
wooden bungs, in barrels, from Chicago to Kansas City. 
Maxima rates asked for and reparation, 

No. 5724. Fred Heger of St. Louis, Mo., vs. Adams Ex- 
press Co. et al. 

Against a rate of $2 per 100 pounds on dressed poul- 
try from St. Louis to New York as being unjust, unrea- 
sonable, excessive, unduly prejudicial and disadvan- 
tageous and in favor of Columbia, Centralia, Carrollton, 
Hannibal, Kirksville, Moberly, Trenton and Troy, Mo., 
from which the rates are $1.75, or Arcola and Mason, 
Ill., which have rates of $1.75, or Noble, Ill, with a 
rate of $1.50. Ask for the establishment of maxima 
rates not to exceed $1.75 and reparation. 

No. 5725. J. Stahlberg, for the Winters Metallic Paint 
Co. of Denver, Colo., and Iron Ridge, Wis., vs. Chicago, 
Milwaukee & St. Paul et al. 

Against a rate of 18 cents on shipments of ground 
dry earth paint from Wisconsin points to St. Louis. 
Claim shipment under class D rate of 15 cents. Cease 
and desist order asked for and reparation. 

No. 5726. The Brunswick-Balke-Collender Co., Chicago, 
vs. Lake Superior & Ishpeming Railway Co. et al. 

Excessive charges on carload of lumber shipped from 
Marquette to Chicago, the combination exceeding the 
sum of the locals. The establishment of a through 
rate asked for and reparation. 

No. 5727. University of Wisconsin vs. Cleveland, Cincin- 
nati, Chicago & St. Louis Ry. et al. 

Against a rate of 30% cents on shipment of steam 
pumps from Ivorydale, O., to Madison, Wis., as excess- 
ive, unreasonable and unjust. Maxima rates asked for 
and reparation. 

No. 5728. North Vernon Lumber Co. of North Vernon, 
Ind., vs. Illinois Central et al. 

Undue prejudice and disadvantage in the shipment 
of lumber from Dyersburg, Tenn., to North Vernon due 
to alleged misrouting. Maxima rates asked for and 
reparation, 

No. 5729. Klauer Manufacturing Co. of Dubuque, Ia., vs. 
Atchison, Topeka & Santa Fe et al. 

Excessive, unreasonable and unjustly discriminatory 
rates and charges on shipments of iron or steel cul- 
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verts. Cease and desist order asked for and the estab- 
lishment of just and non-discriminatory rate. 

No. 5730. Wells Lumber Co. of St. Louis, Mo., vs, Gulf 
& Ship Island Railroad et al. 

Against a through rate of 21% cents on lumber 
shipped from Lumberton, Miss., to Webster Grove, Mo., 
as being unlawful and unreasonable. Ask for the estab- 
lishment of a rate not to exceed 19 cents and repara- 
tion. 

No. 5731. D. B. Scully Syrup Co. of Chicago, Ill., vs. the 
Pennsylvania Railroad Co. et al. 

Against the assessment of the fifth-class rate on ship- 
ments of syrup from Philadelphia, New York and New 
York rate points to Chicago. Ask for the establishment 
of commodity rates of not to exceed 25 cents from New 
York and New York points and of 23 cents from Phila- 
delphia and reparation. ; 

No. 5732. Scranton & Lehigh Coal Co. of Brooklyn, 
N. Y., vs. Lehigh Valley Railroad Co. 

Against demurrage charges said to have been as- 
sessed and accrued under the “Car Demurrage Average 
Agreement.” Due to alleged failure to notify of arrival 
of cars, and to the further fact that the rules are 
alleged to be unreasonable, unjust and unduly dis- 
criminatory. Asks for the establishment of just and 
reasonable rates and charges as maxima applicable to 
car service or demurrage and reparation. 

No. 5733. Colonial Navigation, New York, vs. New York, 
New Haven & Hartford. 

Alleges that refusal of New Haven to make through 
rates and through ticketing arrangements with it, 
while giving the New England Navigation Co, such 
arrangements at Providence, R. I., constitutes a viola- 
tion of the law. Demands such arrangements and rea- 
sonable rates. 

No. 5734. Huerfano Coal Co.and Furth & Autrey, Denver, 
vs. Colorado & Southeastern et al. 

Alleges refusal of Colorado & Southern and Denver 
& Rio Grande to furnish cars for coal they mine in 
the Walsenburg and Trinidad districts constitutes vio- 
lation of law. Demands cease and desist order and 
reparation. 

No. 5735. Charles Phillip Bratnober, Minnesota Transfer, 
vs. Chicago & Northwestern et al. 

Alleges imposition of third class on grooved and cut 
lumber to be used in construction of silos instead of 
fourth class imposed on like articles used for other 
purposes constitutes unjust and unreasonable rate. De- 
mands reasonable rate and reparation. 

No. 5736. Omaha Grain Exchange vs. Great Northern 
et al, 

Alleges Great Northern refuses to furnish cars for 
grain offered at South Dakota stations for transporta- 
tion to Omaha, South Omaha and Council Bluffs except 
upon condition that the grain be transferred from cars 
furnished by the Great Northern at Sioux City, the 
junction point where the grain is turned over to the 
Burlington, although the through route and joint rate 
tariff has been in effect since Sept. 13, 1909. .Demands 
order requiring transfer of equipment. 


No. 5737. Hull Vehicle Co., Savannah, vs. Southern Ry. 
et al. 

Alleges unjust and unreasonable charges on buggies 
and vehicles from Savannah to Dallas, Tex., resulting 
from combination of locals giving a rate of $1.91. De- 
mands reparation and a rate not exceeding 83 cents. 


No. 5738. Atlantic Elevator Co., Minneapolis, vs. Minne- 
apolis, St. Paul & Sault Ste. Marie. 

Alleges imposition of illegal switching charges on 
grain from North Dakota points, claiming the Soo Line 
should have absorbed them. Demands its construction 
of tariffs be embodied in an order and reparation. 


No. 5739. Alexander H. Erickson Co. of Chicago, IIL, 
vs. the Chicago, Milwaukee & St, Paul R. R. Co. 
Against an inland rate of 47 cents per 100 pounds on 
shipments of electrical supplies shipped from Lock- 
port to Chicago, and from Chicago to Sydney, Aus- 
tralia, as being unjust and unreasonable, it being as- 
serted that the 47-cent rate should have applied to the 
shipment from Lockport, instead of from Chicago. No 
complaint is made of the rate from Lockport to Chi- 
cago or of the ocean rate. Cease and desist order 
asked for and reparation. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


A SYSTEM OF FREIGHT HANDLING which carry the cars back and forth to the railroads 
These ferries connect with the company’s tracks at the 
The New York Dock Co. has recently installed a car-ferry slip, and the slip is so constructed as to pro- 
system of rapid freight handling machinery for their vide for the rise and fall of the tide. There are 27 piers 
export and import freight at the company’s docks, located extending into the bay at which the large steamers dock 
at the foot of Baltic street, Brooklyn, N. Y. The freight for unloading and loading. The entire freight for these 
consists of the usual miscellaneous ocean-traveling freight steamers is handled by lighters and wagons, as the 
of every description, of every size and of every shape _ railroad tracks do not run out onto the piers. 
in boxes, barrels, crates, bales, kegs, flasks, sacks and The handling machinery is used in connection with 
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New York Dock Co. Rapid Freight-Handling Equipment—Double Runway Bridge with Brownhoist Trolleys Handling Miscel- 
laneous Freight. 


sheet and bar metals. All this freight is handled by the warehouse No. 117, which is used only for sorting and 
machines to and from lighters, wagons, warehouse, freight storing the export and import freight. It is a six-story 
house, railroad cars and delivery trucks. brick building, and is approximately 211 feet long by 68 
The company’s docks extend along the Brooklyn shore feet wide. The only alteration in the building to allow 
of New York Bay for about 2% miles, the property cov- for the installation of the machinery was the cutting 
ering 300 acres, and entirely occupied with warehouses of doors in the front and rear. The company buys its 
and railroad tracks. The freight is transported to and power from the Brooklyn Electric Light Co. for lighting 
from the various warehouses by wagons and cars. The and operating the machines. 
company has its own system of railroad tracks, which The machinery installed was the Brownhoist rapid 
extend along the entire-water front, and they use several freight handling equipment. It consists of a single run- 
dinkey locomotives for handling the cars. The only con- way bridge on the wharf, a double runway bridge over 
nection with the different railroads is by car ferries the railroad yard and reaching the freight house, two 
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I-beam tracks through the warehouse connecting the 
single and double runway bridges, and two man trolleys. 
The tracks on the two bridges consist of 15-inch I-beams, 
the same as the I-beam tracks connecting the two bridges. 
This gives a continuous I-beam track from the wharf, 
through the warehouse to the freight house, on which 
the man trolleys travel. 

The single-runway bridge extends from the warehouse 
door to the face of the dock, a distance of 76 feet, span- 
ning two tracks and the wharf. It is equipped with a 
raisable apron, 28 feet long, which reaches out over the 
water. By means of a counterweight and a hand winch 
this apron is raised and lowered, allowing the lighters to 
dock. This apron is also equipped with the I-beam 
track, so that the trolleys can run out over the boats 
with their loads. The I-beam track on the single-runway 
bridge runs into the second story of the warehouse, and 
just within the door it branches into two I-beam tracks. 
The connection between the single track and either one 
of the two tracks is made by a switch, which is operated 
from the floor by hand chains. The two tracks run to 
the rear of the warehouse and then turn to the right, and 





Rapid Freight-Handling Equipment— 


New York Dock Co. 
Brownhoist Trolley Unloading Steel Sheets from Car. 


pass by an elevator and out in the rear of warehouse 
118, and connect with the two tracks on the double-run- 
way bridge. The I-beams are suspended from the ceiling 
in the warehouse by patent hanger bolts, and bolted to- 
gether by patent joining plates. It was necessary to put 
a small curve in the two tracks at the point where they 
pass the elevator, owing to the location of the elevator, 
bringing the tracks closer together at this point. The 
double-runway bridge is a stationary structural bridge, 
supported by two shear legs and the freight house. It 
is 103 feet long and spans several railroad tracks and 
crosses Baltic street. ‘ 

Two Brownhoist electric man trolleys,- capacity 2% 
tons, are used for carrying the freight along the run- 
ways. Each trolley is suspended from two 4-wheel trucks 
by swivel and pin connections, and it rounds all curves 
which have a radius of 15 feet or more. The truck wheels 
travel on the lower flange of the I-beam tracks, two 
wheels on each truck being connected to travel motors. 
The hoisting motor is carried on the front of the trolley 
and is geared to two hoisting drums. There are two 
hoisting ropes, one on each drum, from which a carry- 
ing frame is suspended on a sheave at each end. The 
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limiting height of hoist is 30 feet. The trolley has a 
hoisting speed of 50 feet per minute,-with full load, and 
120 feet per minute with no load, and has a traveling 
speed of 450 feet per minute with full load and 550 feet 
per minute with no load. Each trolley is equipped with 
a hand traveling brake, and with an automatic safety 
mechanical brake as well as a selenoid brake for hoisting. 
The mechanical friction brake operates only on the down- 
ward direction of the load, and the solenoid brake opcer- 
ates when the hoist motor is not being driven. The 
load can be held at any desired height by means of 
these two hoisting brakes. All switches and controllers 
and the hand travel-brake lever are located in the cab 
just in front of the operator’s seat.. The current, 220 
volts, D. C., is obtained through spring collectors with 
bronze collector wheels, which run on a copper trolley 
wire strung along the I-beam tracks. The trolleys travel 
in both directions. 

For carrying the freight the company uses 12 special 
2-ton Brownhoist trucks. The truck is equipped with 
ball-bearing wheels, two 10-inch wheels at one end and 
two 2-wheel swivel casters at the other end, and with 
full load it is easily pushed around on the floors and 
in and out of freight cars. Each truck is 8% feet long 
by 3% feet wide, over-all dimensions. At each end of 
the truck there is a structural frame to hold the load 
and on top of each end frame there is a hook plate, which 
engages the hooks on the carrying frame of the trolley. 
For carrying sling loads of miscellaneous freight, the 
carrying frame is equipped with a swiveled hook in the 
middle. 

The company receives its freight by ocean steamers 
from foreign countries, by lighters and barges from points 
along the river and along thé coast, by railroad cars 
from different parts’ of the country, and by delivery 
trucks from the city. Freight is also shipped out by 
these various means. The ocean steamers dock at the 
various piers ahd unload their cargo onto the piers and 
lighters. On the piers the fréight is carried by hand 
trucks to the various storage places, and then handled 
by wagons from the storage places to the various ware- 
houses. The lighters are unloaded by the trolleys, which 
carry the freight to the freight house or into warehouse 
117, if for reshipment by water. The ocean steamers 
are also loaded by the lighters, and wagons with freight 
coming from the warehouse, freight house and cars. 

Freight for export coming in by cars in carload ship- 
ments is unloaded directly onto the lighters or wagons. 
to be taken to the steamer, but if the steamer is not 
in the freight is taken into warehouse 117, where it is 
held until the steamer’s arrival. Freight coming in by 
cars in less-than-carload shipments is unloaded at the 
freight house, sorted and delivered to the local trucks, or 
to other cars, or to warehouse 117.if for reshipment by 
boat. Freight delivered to the freight house by local 
shippers is sorted and loaded into cars or taken to the 
warehouse to await the arrival of the boat. 

The trolleys do the unloading and loading from and 
to the lighters, wagons, cars and gondola cars either 
with the trucks or by sling loads; depending ‘upon the 
character of the freight. In warehouse 117 the trolleys 
work in conjunction with the elevator and with a chute 
which runs from the top floor down to the second floor. 
The trolley carries a truck loaded with freight, which is 
to be stored for several days, into the warehouse and 
deposits it at the door of the elevator. The truck is 
pushed onto the elevator and carried to one of the four 
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floors above, where it is held until the steamer arrives. 
When the steamer arrives the freight isloaded onto trucks 
and carried down by the elevator to the trolleys, which 
take it out to the lighter or to the wagon, as the case 
may be. If the freight is not fragile and is of small 
size, it is sent down the chute to the second floor and 
there loaded onto the trucks. This. latter operation 
saves the time of coming down the elevator. When each 
trolley deposits a load it picks up another one, without 
losing time for loading or unloading. As yet the plant 
is not running to full capacity, but so far the equipment 
has replaced 12 men in the warehouse and freight house. 

The trolleys handle all the freight as fast as it can 
be delivered to them, which enables the company to make 
prompt shipments, whereas heretofore, when hand labor 
was used, many shipments suffered considerable delays. 
This means a saving in demurrage charges and is giving 
the company a reputation for prompt shipments. The 
equipment has eliminated the congestion of wagons on 
the dock. Furthermore, in the handling of the freight to 
and from the cars, the handling charges have been cut 
in half. 

J. W. Galbreath is the consulting engineer for the 
New York Dock Co. and F. R. Lackey is general man- 
ager of the New York Dock Railway. The handling 
equipment was built and installed by the Brown Hoisting 
Machinery Co. of Cleveland. 


ELECTRIC VEHICLE ASSOCIATION 


Members of the Chicago section of the Electric Ve- 
hicle Association of America held their annual dinner 
May 6. President George H. Jones called attention to the 
growth in membership from 18 to 60 for the loca] sec- 
tion during the year, the first of its organization. Presi- 
dent Arthur Williams, of New York, sent a paper, which 
was read by Mr. Hendershot. He attributed the recent 
growth of the electric vehicle industry to co-operation 
between electric car makers, central stations and battery 
manufacturers through the association. To-day there are 
about 10,000 electric commercial cars in the country, 
with perhaps 80, per cent located east of the Alleghanies. 
The association has organized a garage committee under 
chairmanship of F. F. Phillips, U. S. Tire Co., which 
will work to increase the number of charging stations 
in urban and suburban districts. 

Mr. Williams said: “In the matter of economy one 
electric truck or delivery wagon, owing to its greater 
rapidity, can do the work of several horse-drawn vehicles. 
The average life of a horse, pulling heavy loads over 
city streets, is four years, while that of current-fed 
trucks is twice, sometimes three times, as long. Besides 
this, the electric truck is proof against the diseases to 
which horseflesh is heir, and which killed 19,163 ani- 
mals in New York City between October, 1911, and Octo- 
ber, 1912. A novel way of figuring the expense of man’s 
noblest friend is suggested by the consideration that. it 
takes five acres of land to grow feed for one horse. If 
motor cars were generally substituted these same five 
acres would yield food for fifteen human beings. A de- 
cided economical inducement which the electric motor 
car possesses over the gasoline is the fact that its simple 
mechanism enables ordinary teamsters to learn to 
drive it. 

“Altogether, it has been estimated that current-driven 
delivery is from 10 to 25 per cent cheaper. than hauling 
by horse. In our great cities it has been found that 
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foodstuffs which, at freight terminals, are worth $350, 
000,000 grow to the value of $500,000,000 by the time 
they reach consumers. This rise is largely due to cost 
of transportation. In other words, expense of hauiing 
goods adds nearly a third in price to the contents of the 
market basket.” 

The New England Casualty Co., after careful study, 
has arranged to grant a decrease in rates for insurance 
which will bring this cost 20 per cent below the cor- 
responding cost for gasoline vehicles. Mr. Williams 
called attention to two papers read at recent meetings, 
one, presented at the March meeting by H. F. Thom- 
son, and prepared by him and Harold Pender. Mr. 
Thomson laid special emphasis on the importance of 
“standing time’—that is, loading, unloading and other 
waits—in figuring cost of trucking, as well as that of 
the load factor, or ratio of loads carried to capacity 
of vehicles. He was able to prove that an _ enor- 
mous amount of lost métioh exists through neglect to 
study the mileage factor, the load factor and the ques- 
tion of routes. 

A unique paper read before the meeting on April 
22 was by William H. Ashton, general organizer of the 
International Brotherhood of Teamsters and Chauffeurs 
of America. 

The paper which Mr. Ashton presented had been 
written by William H. Tobin, who assured the associa- 
tion that the Teamsters’ Union favors replacing horses 
and wagons by motor vehicles. As the Internationai 
brotherhood has 62,000 members, its position in this mat- 
ter is worthy of attention. Both Mr. Tobin ,in his state- 
ment, and Mr. Ashton, in his remarks, brought out the 
fact that their union believes in progress and recog- 
nizes that the coming of automobiles is a step in its 
march. 

Mr. Tobin pointed out that skillful horse drivers 
make the most competent chauffeurs, and that the intro- 
duction of power wagons nearly always makes a team- 
ster’s work more agreeable. As instances, he mentioned 
absence of Sunday stable duties and lack of anxiety for 
the condition of horses in hot weather. 

Mr. Ashton aroused much interest when he told 
how local branches of the brotherhood in New York, 
Boston and Chicago are giving their members lessons in 
driving motor trucks. The association has always looked 
to experienced horse drivers as the best material out 
of which to train chauffeurs, because their knowledge 
of streets, localities and traffic regulations is so valu- 
able. 

Mr. Williams advanced the idea that much could be 
done to facilitate transportation of wares by some ar- 
rangement for the conduct of heavy trucking at night. 
If bulky goods, requiring to be hauled by large vehicles, 
could be excluded to a large extent from the streets 
during their most crowded hours, these commodities 
might then be easily transported to and from terminals 
by means of motor trucks at night. 

E. E. Witherby, district manager, General Vehicle 
Co., spoke on the significance of electric truck reorders. 
He said that much of the confidence in the electric 
commercial vehicles is due to their long life. Trucks of 
some of the leading makes eight or ten or more years 
old are still in service. ; 

“We can say to a prospective buyer: ‘Here’s one 
of our old-timers with a fine nine years’ record, and 
here is what we are building to-day. Notice how much 
lighter it is. The parts are interchangeable,’ and so 
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This picture shows The Kron Scale in operation in the plant of Joseph T. Ryerson & Son, 
the largest distributors of Iron and Steel in the World. 


Large Industrial Concerns, Express and Railroad 
Companies, who are always on the lookout for new 
and faster methods of operation and delivery, in an 
effort to give better service to their customers, have 
adopted The Kron Automatic Springless Dial Scale, 
because they have found that it cuts weighing time 
by at least two-thirds over the old method and prac- 
tically eliminates errors in weighing. 


With The Kron Scale all you have to do is to 
place the load on the platform and look at the Dial. 
From 1 lb. up to the full capacity of the scale, the 
pointer quickly indicates the correct weight. 

It is the only scale in which there are no springs, 
pivots or knife-edges in the dial mechanism to get 
out of order. The movement of pointer is auto- 
matically controlled by compressed air. 


Made in types and capacities to suit every requirement, either Dormant or Portable, with 
or without Tare-beam for automatic deduction of Tare-weight. 


Complete Information, Specifications and Prices sent on request 


AMERICAN KRON SCALE COMPANY, 39 Cortlandt St., N.Y. City 


Western Representative: SPENCER OTIS COMPANY, Railway Exchange Bldg., Chicago, Illinois 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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forth, and so on. If we had only the 1913 product to 
show him it would still be, in his mind, the unproved 
inventor’s model, It’s the old stuff that shows the evo- 
lution and proves our case. 

“So reorders signify satisfactory 
past performance influences reorders. 
ance deals with more that the machine alone. Trucking 
with motors contemplates much more than the right 
speed and mileage and the few times the truck was 
towed in. It contemplates improved methods in loading 
and unloading; better routing, and systematizing new 
business are developed by» better service. It involves 
the question of type and capacity of machine, the best 
kind of tires, the adaptabiity of this or that capacity 
for certain work in variots lines of business. There’s 
no end to improvements in the operating end of motor 
trucking.. And here is where the electric wins out—where 
past performance counts—where actual results outweigh 
theory. 

“The man who bought one electric truck in 
and to-day operates ten of them, has learned much more 
than would appear on the surface. He no longer hungers 
for high speed, for, say, in 1909 he bought a two-ton 
cross-country truck that would make up to. 30 miles an 
hour and. sold it for junk 18 months later. He now 
knows how to get the most out of batteries and tires, and 
has worked out a little bonus system for his drivers, 
so that. he doesn’t get in trouble by working them over- 
time occasionally. at 

“He has improved “his loading platform and devised 
better interior shipping methods. Next year he is going 
to buy 20 more electrics and sell all his remaining horses. 
Going to pull down the old stable. and save buying 
$50,000 worth of Jand.for that new wing. His wagon- 
yard space. will hold his electric garage and .a new ice 
plant or warehduse. In other words,. he is cashing in 
on what the electric truck has taught him about sci- 
entific road transportation. 

“Electric truck makers have heretofore been devoting 
most of their time to perfecting their product, to adjust- 
ing design, battery, tire and controller problems. In a 
short time they will be in a position to give greater 
attention to more miles per charge, and, where needed, 
a higher speed. The electric truck has been able to 
expand, as it were, only so fast as limitations imposed 
by outside conditions were removed. What amuses me 
now is that about the time the makers get ready to 
give the speed and- mileage that operatives have been 
crying for, they will have learned enough about oper- 
ating costs to convince them that they don’t need the 
increase over present standards. They will say, ‘Yes, 
we used to think we needed 60 miles a day, but we find, 
if we route the goods right, about 40 miles is all we 
require, and we’re not going to pay for what we don’t 
need.’ ”’ 

The closing statement was that electric truck re- 
orders mean the recognition of the electric truck as 
supreme in its field, and imply the adoption of the elec- 
tric truck principle in transportation of raw material, and 
the delivery of finished. goods. 

W. C. Anderson, president of the Anderson Electric 
Car Co. of Detroit,.in his talk before the association 
spoke at some length of the difficulties which attended 
early pioneering in this field, and the great expense. 
He devoted considerable attention to the subject of im- 
proving garage facilities. 

The election was held at this meeting and officers 
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are as follows: Chairman, Homer E. Niesz; vice-chair- 
man, D. C. Arlington; secretary and treasurer, W. J. 
McDowell; executive committee, W. L. Rudd, George H. 
Jones, Uri B. Grannis, L. E. Wagner. 


GREAT LAKES SERVIGE 


The United States and Dominion Transportation Co 
and the Dominion Transportation Co., Ltd., have opened 
their service on all divisions on the Great Lakes. L. D 
Resenheimer, traffic manager, Chicago, has prepared a 
new folder for the U. S. and Dominion Transportation 
Co. which, in addition to passenger schedules, contains 
some very interesting views and information covering 
the Lake Superior country, which is reached by the boats. 
The views show the beautiful scenery of Isle Royale and 
points between there and Duluth. The schedules cover 
the Duluth-Port Arthur-Isle Royale division and the Ash- 
land division. A schedule of hote] rates is also included 
The Dominion: Transportation Co. schedule shows sailings 
between Owen Sound and Sault Ste. Marie, on the 
Georgian Bay division, and Sault Ste. Marie and Michi 
picoten Har, on the Michipicoten division. 

Mr. Rosenheimer says the season is opening with 
exceptionally good prospects for a large business both in 
passenger and freight transportation. 


A NEW STEAMER LINE 


The successful launching of the Philadelphia-New 
Orleans Transportation Co. is a matter of much more 
importance than the mere formation of a properly financed 
successor to an embarrassed steamship company. It 
means that, for the first time in the history of the port, 
Philadelphia will have an independent line of steamers 
operating in the coasting trade, not only equipped at 
the start with ample working capital, but assured, in 
advance, of the backing and co-operation of local big 
business. Some of the strongest business interests in 
the city have pledged their support and leading business 
men, individually, have put their money into the new 
company. and stand ready to provide additional funds, if 
such are needed. The company starts with $100,000 oft 
its $300,000 capital stock subscribed, and is assured that 
all working funds required will be forthcoming. 

At the southern terminals of the line the support 
is and has been of the best. The old Philadelphia & Gulf 
Line, whose traffic is to be taken over, had the most 
cordial relations with the shippers of New Orleans and 
Charleston, and, in the first-named city at least, had 
strong railroad co-operation. Apparently, what was needed 
was stronger support in Philadelphia, and chis is now 
an accomplished fact. It may be that the new company 
will do a great deal toward restoring the very close and 
mutually valuable trade relations that once existed be- 
tween Philadelphia and the South. The business interests 
which are behind the enterprise with their money and 
their services are the ones which are most conspicuous 
in the movement for building up the trade and prestige 
of the port and city. The new company starts under the 
best of auspices. 

The new company wil] early in May start a weekly 
service, north and south, between Philadelphia, Charles- 
ton and New Orleans. It will charter three new and 
well-equipped steamers of 4,000 to 4,100 tons capacity 
from the American Transportation Co. of New York, and 
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will probably also charter the two old steamers, Mae 
and Evelyn, of the Philadelphia & Gulf Line. The latter 
vessels are of about 2,800 to 3,000 tons. 


AS TO RATE INCREASES 


Extended and ingenious efforts have been, and still 
are being, made by financial houses interested in car- 
riers in Official Classification territory to obtain an un- 
official expression of opinion from members of the Inter- 
state Commerce Commission on a proposition that they 
should be permitted to make a 5 per cent increase in 
their rates so as to enable them to recoup the expenses 
they have incurred in increasing the wages of their train 
operatives. 

Apparently the interests that have gone to all the 
trouble that has been taken have never been advised that 
the best way to find out what the Commission thinks of 
such a proposition would be for some tariff agent to file 
a tariff proposing to increase the first-class rate between 
New York and Chicago from 75 to 80 cents, or any other 
figure that looks good. 

Such an act would bring about an issue that would 
enable those concerned to appear before the Commission 
in regular form to justify the proposed increase. Failure 
to do that has created a slight impression that the in- 
quiry comes more from those interested in the stock mar- 
ket than from the traffic officials. The latter would not 
have to grope around trying to find a way for testing the 
Commission. A tariff proposing to increase the New 
York-Chicago rate would bring up the whole subject and 
afford the railroads all the opportunity they could pos- 
sibly use to prove the need of more revenue. 

One of the suggestions from New York has been that 
the carriers will ask for a reopening of their application 
of 1910 for authority to increase their rates. That would 
seem to be a hindforemost way of getting at the possible 
issue. 





DAMAGES BY FLOOD 


Samuel Rea, president of the Pennsylvania Railroad, 
authorizes the following statement: 

“It is now possible to state the extent and to esti- 
mate the cost of the damage to the Pennsylvania Lines 
West of Pittsburgh caused by the recent floods in the 
middle West. Twenty-four bridges were destroyed and 
50 were damaged, covering a total of about a mile and 
a half of single track. The cost of replacing and repair- 
ing these bridges will be about $1,145,000. In order that 
the movement of trains should not have to await the 
permanent replacement of bridges, it was necessary to 
construct immediately an amount of temporary trestle 
work equivalent to 4.28 miles of single track at a cost 
of about $362,000. 

“The length of road requiring repairs amounted to 
163.9 miles, affecting 218 miles of track. The estimated 
cost of these repairs will amount to some $1,587,000. 
Including the above and adding the cost of damage to 
stations, equipment, telegraph lines and other property, 
the total loss on all Pennsylvania lines amounts to $3,- 
610,000, divided among the various companies as follows: 





RNa. ot ee ae De lacks $1,640,000 
Pittsburgh, Cincinnati, Chicago & St. Louis Ry.. 1,600,000 
I Rs a L, . 5 ows eck ays 06-0 ieee 342,000 
Grand Rapids & Indiana Ry....................- 28,000 

$3,610,000 


“The above items of expenditure, under the rules of 
the Interstate Commerce Commission, are charged to op 
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erating expenses, but not compulsorily included in the 
year incurred. It should be borne in mind, further, that 
these losses take no account of the reduction in revenue 
for March and April due to the very serious interruption 
of traffic, though the lines have now been restored to 
normal service, and customary gross earnings are again 
being realized. 

“The officers and the employes of the Pennsylvania 
Lines West of Pittsburgh have done remarkably efficient 
work in restoring their lines to service. Immediately th« 
seriousness of the storm damage was known, the company 
placed all its facilities at the command of the state au- 
thorities of Ohio and Indiana for the relief of the afflicted 
area. 

“Simultaneously, most energetic efforts were insti- 
tuted to repair the various lines and reopen them without 
delay to the service of the public. That this work has 
been done so promptly, so carefully, and with such free- 
dom from casualty, reflects every credit upon the officers 
and employes faced with responsibility for meeting this 
extraordinary emergency. ; 

“No event in the history of railroading in this coun- 
try has shown more convincingly the necessity for the 
railroads to be permitted to earn sufficient revenue, not 
only to make reasonable return on invested capital, but 
also to have a surplus sufficient to met emergency ex 
penditures like these and to improve the properties in 
those respects which, even if not adding to gross revenue, 
make the lines better adapted to withstand the ravages 
of storm and flood and the better able to perform their 
duties to the public with efficiency and satisfaction.” 


LOUISIANA COMMISSION TRAFFIC ORDERS. 

Western Classification No. 51, and supplement No, 6 
thereto, are permitted to be used by carriers in Louisi- 
ana hitherto operating under No. 50, by order of the 
Commission, dated April 17. This order is issued with- 
out prejudice to any party who may be interested in the 
classification. Rates on fruits and vegetables, C. L. and 
L. C. L., are established on a mileage scale, to apply 
between stations in Louisiana governed by Southern 
Classification, in Order No. 1545 of the Commission, dated 





FOR RENT—Unitil September tirst— 
10 all steel Tank Cars, in good condition. 
For terms address A. D. PETERS, 854 
Brandeis Building, Omaha, Nebraska. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Specialty 
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upply 
the 
% $ OME people think the Revolvator will tip over. It might look that way, 
ater but the Revolvator is so designed that any load that will balance upon 
— the platform will not tip the machine over. 

For instance, the Ft. Wayne Corrugated Paper Co. thought the ma- 
st— chine would tip over. Here’s what they wrote to us on January 11th:— 
‘ion “Gentlemen: 

, “We have your favor of the 2d with reference to the new 
854 Revolving machine we purchased from you some time ago. 





“The machine is O. K. except that we have to be careful 
at times on account of tipping. We find that the machine 
will tip under certain conditions, otherwise it is O. K.” 


We wanted to find out more about under what conditions it would 
tip, so we asked them to give us a little further information. On the 16th 
of January they wrote us as follows:— 


“Since writing you I have taken the matter up myself 
and am pleased to advise that the information given pre- 
viously was erroneous. At any rate I was unable to discover 
any conditions whereby the elevator would tip. 


“Our foreman in the shipping department simply thought 
it would, but after questioning him we found that it never 
did tip over.” 


Now we're willing to guarantee that the machine won’t tip 

: ae over if properly used. Have you any cases, bales, boxes, barrels, etc., 
in your plant that you want to compactly stow? Then ask us if the Revolvator will do it. Anyhow 
ask for a copy of our book T. W., ‘‘Scientific Tiering.”’ 


N. Y. Revolving Portable Elevator Co. iixsryorry Ny 
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April 17. A rate of 16 cents per 100 pounds on petro- DIGEST MEETS APPROVAL. 
leum and its products on traffic from Shreveport and The publishers of the new digest of interstate com 
nearby points to New Orleans was attacked by the 
Shreveport Chamber of Commerce. Complainants objected 
to the rate because a less rate was charged from Texas the book has been beyond expectations. A second edi 
points to New Orleans, a greater distance, than was tion is already being issued and they expect to begin 
charged from Shreveport. The Commission held that 
water competition did not justify the discrimination 


shown by the evidence, and ordered a 12-cent rate to 
be established. South La Salle street, Chicago. 


have removed their offices to the new Otis Building, 


Lake Superior 


gies 
yy x Freight and Passenger Line 


Duluth, Ft. William, Port Arthur (and intermediate ports) 
Duluth, Bayfield, Ashland (and intermediate ports) 


FASTEST SERVICE 


LOWEST COMBINATION OF RATES TO AND FROM CANADA 


European Imports via Montreal to all points in the West and Southwest moved via all water 
to Duluth. 

Vacation Trips.—Our new commodious steel steamers, “America” and “Easton” offer unexcelled 
passenger service and comfort, and cover America’s most delightful vacation grounds, including day 
light ¢ireuit of beautiful Isle Royale and the interesting Apostle Islands, the paradise of the tourist 
and sportsman. , 

Our Dominion Transportation Co., Ltd.,’operates the splendid freight and passenger steamers, 
“Manitou” and “Caribou,” between Sault Ste. Marie and Michipicoten (and intermediate ports—Lake 
Superior), also between Sault Ste. Marie and Owen Sound (and intermediate ports in North Channel— 
Georgian Bay), making a daylight tour of the World's Most Magnificent Fresh Water Archipelago. 
CONNECTIONS WITH ALL RAIL LINES AT 


Duluth, Ft. William, Port Arthur, Bayfield, Owen Sound, Ashland, Sault Ste. Marie 


For Freight Tariffs, Descriptive.Literature, Schedules and full information, call on or write 


L. P. HOGSTAD, Division Supt. L. D. ROSENHEIMER, Traffic Manager C. E. AINSWORTH, Manager 
Duluth, Minn. Chicago, Ill. Sault Ste. Marie. Mich. 





With No Increase in Operating Cost, Over the Best Automatic Dial in the World 


We build the most durable and accurate Quick-Weighing Dial in existence. 
It is the most solidly and carefully constructed, has the most legible dial, and 
will maintain a high degree of accuracy longer than any other. 


This is because of the fact that it is a spring controlled attachment for a BEAM 
SCALE, the most reliable weighing device ever invented. 


ASK JUS FOR PARTICULARS 


Streeter-Amet Weighing and Recording Co. 


Makers of Automatic Weighing Devices - Established 1886 
607 Hartford Building CHICAGO 
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Are You Competing With 
a LaSalle-Trained Man ? 


Our students are working to the front in 
hundreds of organizations of the largest rail- 
way and industrial companies. They are win- 
ning success rapidly because they understand the 
principles which govern traffic work, as a result of 
a systematic, carefully planned course of study. 

The principles are compiled by experts in traffic. 

Specialists in their various lines have given the 
result of years of experience to the production of 
the elements of this course. Then, experts in teach- 
ing have fitted these principles together, on such 
careful plans, and stated in such clear and simple 
language that the process of learning by the La 
Salle method enables a man to accomplish thor- 
oughly in a month what he can only get by years 
of the hardest kind of effort when plugging along 
without guidance. 

HUNDREDS OF TRAINED MEN who have 
built up their knowledge and their ability to deal 
with everyday problems, by carrying on a course of 
STUDY AT THE LA SALLE EXTENSION 
UNIVERSITY, as they do their a work, are 
now steadily taking, one after another, THE BET- 
TER POSITIONS. 

How would you feel if the promotion you have 
been looking for should go to one of these men, 
perhaps from a distant city, because your superior 
officers realize that they need a trained man? Yet, 
you would have only yourself to blame, because 
you have an equal opportunity, and can grasp it 
now. Do not forget that it is service the big rail- 
ways and industrial plants demand, and the service 
of a competent traffic manager is so valuable that 
he commands a high salary. A really competent 
trafic manager is associated with the keenest minds 
in business, and more and more of the traffic mana- 
gers become executive officers, as general managers. 

It is a big risk to rely upon your own unaided 
powers to climb as fast as the man who devotes a 
little of his time to a course of training, and thus 
gets an advantage over you in competition for the 
best places. 

Do not take this risk. After you have taken our 
course for a short time, work which now seems diffi- 
cult or even impossible becomes a pleasure. It will 
go off smoothly, and in half the time. Bring all 
the powers of a trained mind to bear upon your 
work. Be a man your associates will consult and 
respect. Look about you at the men who have gone 
without training and now are obliged to go without 
most of the things which make life worth living. 

Don’t let the trained man beat you out. Be one 
yourself and win. 

SEND IN THE COUPON TODAY and MAKE 
A START. Just fill in the three lines, and mail 
the coupon. You will receive full information, free, 
by return mail. 


LASALLE EXTENSION UNIVERSITY 
CHICAGO, Ill. 


OTHER COURSES :— Law, Higher Accountancy, Business 
Administration, Business English, Bookkeeping. 





PSE SO 8S ED Oe 
LASALLE EXTENSION UNIVERSITY, 
j Dept. 2W, Chicago, Ill. i 
i I want to qualify for a traffic position of more respon- i 
sibility and better salary. I should like to receive posi- a 
é‘ tive and full information about your methods of train- 
ing to assist me in this. é 
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THE TRAFFIC MANAGER 


receives his compensation for what he knows— 
not what he does. 


Do You Know 
what his duties are ? 


That the correct quotation and application of the 
lowest rates is but a small portion of his position? 


Prepare Yourself 


by the study of the different duties which must be 
assumed. 


NATIONAL TRAFFIC COLLEGE 
Dept. A CHICAGO 


Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Steel Tanks Tank Cars 
Boilers 
Steam and 


Hose Couplings Gas Engines 
Belting Chemicals 


You can reach this big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis 
sion; Counselor at Law 


Suite 956 First Nationa] Bank Blidg., 
Chicago, Ill. 


James A. Wagoner 


Specializing Interstate Commerce Cases 
1807 City Hall Square Bldg., Chicago, III. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel] for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


170 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building Shreveport, La. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Blidg., St. Louis, Mo. 


Wade H. Ellis 


Interstate Commerce Commission cases 
604-512 Southern Bldg., Washington, D. C. 


Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Internal Revenue; 
Interstate Commerce litigation a specialty. 


Colorado Bldg., Washington, D. C. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bidg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


H. C. Lust 


Formerly of Haynie & Lust. Traffic Cases Only. 
Evidence Compiled and Cases Prepared and Handled 
for Carriers or Shippers. 
Corn Exchange Bank Bidg. CHICAGO 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 


G. W. SHELDON & CO., 


NEW YORK, N. Y. 


624 West Thirty-sixth St. 
warders, truckmen for all lines; 


and distribution. 


CHICAGO, ILL, 
443 Marquette Bidg. 


western and Pacific Coast points. 


DETROIT, MICH. 


Merc elivered as ordered. 


The National industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
atate Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 


S the state and national governments of 
6 the needs of the traffic world; to secure 
' e proper legislation where deemed neces- 


sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


Officers. 


J. M. Belleville, 

G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

H. G. Wilson, 

Comm’r, 

Commercial Club, Kansas City, Mo. 


Oygee F. Bell, Secretary-Treasurer, 


F 
d 
D President, 
M., Crane Co., 836 South Michigan 
ae Chicago, Ii. 
David P. Chindblom, Assistant Secretary 


Vice-President, 
Transportation Bureau of 


6 North La Salle St., Chicago. 
National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, IIL 
Sterling 
Manufacturers’ and Shippers’ 
Association. 


Huguenot Express Co. 


Prone 839 Greeley. 
bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


Judson Freight Forward:ng. Co., Inc. 


The Reading Truck Co. 


and are reaching out for such trade. A competent Forwarding Agent can be 


gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


For- 


phone No. 633. 


Carload distribution to al) rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


Sixth and Congress Sts. Authorized cartage agents 
-~ the Wabash and Canadian Pacific railways and for 
e Anchor Line steamers. Special attention givem to 
distribution “ carload freight for two or more parties. 
handise d 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


In charge of traffic industries located 
at Sterling and Rock Falls, Il 

. President 

. H. Wood Vice-President 

> = Secretary-Treasurer 
E, - Traffic ager 


MINNESOTA, 
Northern Pine Manufacturers’ 
tion. H. S. 


Associa- 
Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis, 


TENNESSEE, 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 


portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
je F. Clark, Pres.; H. HB. MacNiven, 
ecy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of we et Guy 8. 
McCabe, Pres.; Wharton, Roew. 
The Traffic Club of Ballas, Tex. T. H. 
Jackson, Pres.; G. S. Maxwell, Secy. 
The Traffic Club of Philadel hia. . A 
eapore Pres.; C. W. Summerfield, 

ecy. 
The Traffic Club of St. Louls. Clarence 
H. Howard, Pres.; A. F. Versem, Secy.- 
Ze. 


Treas. 
The Traffic Club of Pittsburgh. 
Johnston, Pres.; D, L. Wells, 
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350-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Bonded and general storage. 
promptly handled. Custom house entries attended to. 
Insurance, 18c. Track connections. 


Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 
Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 
“Unsurpassed facilities’ for stor- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, 
free warehouses. 


custom house brokers. Bonded and 


Ashley Warehouse Co. 


ST. LOUIS, MO. 


Drayage facilities. Cars 


The Transportation — ¢ indianapolis. 
L. L. Fellows, Pres. ; BE. Stone, 

The Traffic Club of ed” England Boston. 
z Byrnes, Pres.; Wm. Cc. Brown, 


y: 

The Transportation Ciub of Cincin . 
> W. Poysell, Pres.; J. H. cole, 
ecy. 

The Transportation Club of Louisville. 
Ret L. Roederer, Pres.; S. J, McBride, 


The Transpettmien Club of Toledo. 

Thee Trathe Club of st P a .. 
e Traffic Club of St. Paul. J, oO 
Pres.; A. L. Bowker, Secy. wine nee 

The Traffic Ciub of "Newark. John 4 
Rogers, Pres.; J. R. Cooke, Secy. 

The Traffic Club of Seattle. F. W. 
Parker, Pres.; F. R. Hanlon, Seey. 
The Transportation Club of Detroit, Mich. 
Sean A. Jones, Pres.; W. R. Hurley, 

cy. 

Transportation Club of a Francisco, J. 
F. Burgin, Pres.; Theo. H. Jacobs, 


Secy. 

The Rallroad Ciub of Kansas City, Mae, 
Seat N. Stroud, Pres.; Claude Manlove, 
ec. 


The "Transportation and Traffic —- 
eae a: Ala. L. Sevier, Pres.; O, 
F. Red ecy. 

The Traffic Club of eee F. @. 
Pool, Pres.; F. B. Rowl 

Salt Lake Flees 
MecNitt, Pres.; R. 

Traffic Club of Wileaueee, Wm. “Pp, 
O'Connor, Pres.; C. —- Lloyd, Secy. 

Transportation — = Lima, O, Lloyd 
P. = Pres.; D. L. Rupert, Secy.- 


Tre 
Grand 1 Rapids ra Club, Grand Rapids, 
—— Chas. H. Lilley, Pres.; James 
e 


Secv 
Transportation Club of Peorla. R. M. 
Field, Pres.; S. Howells, Secy. 
Traffic Club of Cleveland. D. F. Hurd, 
es.; W. V. Bishop, Secy. 
Traffic Club of Erie, Pa. Edwin EL 
Brevillier. Pres.; M. W. Eismann, Secy. 
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As installed in the Hyde Building, Madison Ave. and 25th St., New York City. 


An Excellent Investment for 
Any Large Industrial Plant 


This strong, simple machine for moving boxes to upper floors and levels—the 


OTIS 


Inclined Platform Elevator 


It is just a board platform—on which the boxes go sailing along, 
unaccompanied, to the floor above—about five feet in width, with iron lugs 
to keep the boxes from slipping, and side beams to prevent their falling off. 
Power—a low horse-power motor. Speed—approximately 75 ft. per minute. 
Capacity—about 750 boxes an hour. 


And the delays it eliminates! The vast amount of labor and time 
saved! These are the things that will surprise you after the installation of 
the Otis Inclined Platform Elevator. 


It is fully described with plan drawing in the Otis Catalog. Other types of Otis 
Inclined Elevators for facilitating freight transportation are also completely described and 
explained in the Otis Catalogs. You should have these. Write to 


Otis Elevator Company, Te-cj.n0 5. New York City 
600 West Jackson Boulevard, Chicago 
Offices in all Principal Cities of the World. 
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